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End of the German War 


# ATE on Monday evening it was announced that Germany had 

surrendered unconditionally to the Allied Forces and that 
the much publicised VE and VE+1 Days would be observed as 
public holidays on Tuesday and Wednesday. This accounts for 
the late appearance of our paper this week. But the VE days 
brought no relaxation to the railways and other transport 
services. For railwaymen there was no holiday. Nor was it 
expected. Railways are essential in peace, essential in war, and 
essential on victory hose of us who remembered the 
spontaneous celebration of Armistice Day in 1918 and compare it 
with the VE days of this week must be struck by the absence of 
‘‘ planning ’’ then compared with this week. It is a sign of the 

bad according to one’s point of view. 
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The Central Argentine Railway Chairmanship 

The decision by Mr. W. Howard-Williams to relinquish the 
Chairmanship of the Central Argentine Railway Limited will 
not result in the his active participation in Argentine 
affairs, for he is to remain on the board. His desire to 
vacate the Chairmanship has been actuated by the belief that 
the time has a younger man to assume the responsi- 
bilities of that \bout a year ago, when we were dealing 
with the general subject of age limits for railway directors, we 
pointed out that a retiring age of 65 would entail the early loss to 
the Central Argentine Railway of Mr. W. Howard-Williams, and 
that this would be regrettable in view of the unsettled state of 
Anglo-Argentine Railway affairs. Probably Mr. Howard-Williams 
feels that the end of the war in Europe marks a stage; that it is a 
suitable opportunity for handing over to a who also 
has had considerable experience of Argentine railway matters, and 
whose tenure of office reasonably might be expected to cover the 
post-war transitional period, the re-settlement of Argentine rail 
affairs when a decision is taken on the impending renewal 
or abrogation of the Mitre Law and any consequen- 
tial adjustments which may then be necessary. Lord Forres, 
who succeeds Mr. Howard-Williams, has had the advantage of 
recent contact with the Argentine authorities; he was a member 
of the mission of directors headed by Sir Montague Eddy, which 
vent to more than a year ago. 
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Canadian National Railways Report 

The annual report of the Canadian National Railway system 
for the year ended December 31, 1944, is reviewed as to its 
railway operating and financial details elsewhere in this issue. 
The C.N.R. is to be congratulated on presenting its achievements 
in so attractive a form to its stockholders, for the report is 
excellently produced on art paper and freely illustrated with 
reproductions of photographs which provide an artistic back- 
ground for the accounts, tabulated statistics, charts and other 
factual features of the publication. A page of illustrations of 
Canadian National hotels gives a vivid impression of their size 
and imposing styles of architecture Canada’s war effort: is 
emphasised by illustrations of the hospital ship Lady Nelson, 
formerly the flagship of Canadian National (West Indies) Steam- 
ships. Other Canadian ships shown are anti-aircraft and com- 
bined-operations cruisers and the Canadian National steamship 
Lady Rodney, serving as an army transport. On the tech- 
nical side there are some pictures of traffic control towers and of 
munition and armament work in Canadian National workshops. 


now 


Argentine Railways Peso Exchange Rate 

It will be recalled that on November 3 last a Decree was issued 
in Buenos Aires, under which the British-owned Argentine rail- 
vays were granted an exchange rate of 14-15 pesos to the £ for 
financial remittances and of 14 pesos to the £ for the purchase of 
materials. The previous rates for financial remittances had been 
16-15 and for material purposes 15 pesos to the £. In our Novem- 
ber 17 issue we recorded that a communique issued by the 
Argentine Ministry of Finance had stated that by virtue of the 
negotiations which the privately-owned railways had carried out, 
to obtain more favourable exchange rates for their remittances 
abroad, the Government had decided to establish the foregoing 
temporary selling rates. We are now informed by Mr. C. Ellison 
Rich, Secretary of the Buenos Ayres & Pacific Railway Co. Ltd., 
that the difference between the new and the 16-15 peso rate is 
applicable solely for the purpose of financing the repayment of 
wage retentions and that the companies, in practice, receive no 
advantage in the way of remittance rate. When the change in 
the rate of exchange was made last year, we adopted a figure of 
15 pesos to the £ and the conversion of Argentine pesos in traffic 
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receipts and similar statistics. This figure was recognised to be 
ipproximate only, but it was felt that it would give a broad 
indication of the trend of receipts, and would allow for incidental! 
expenses of conversion. In view of the information received from 
Mr. Ellison Rich, we propose to revert, for conversion purposes, 


to the rate of 16 pesos to the £. Elsewhere in this issue is a 
letter from Mr. C. Ellison Rich dealing with this subject. 


asasuu 

Overseas Railway Traffics 
As a sequel to the admission of Argentina to a seat at the San 
Francisco Conference there has been some improvement in the 
prices of stocks of British-owned railways in Argentina particu- 
larly in debenture issues. Although the Central Argentine has a 
decrease of £17,891 for the 43rd week of the current year following 
a substantial drop in the previous week, and there is only the small 
increase of £812 on the Buenos Ayres Western, the traffics of the 
two other major railways for the week have been good. The Entre 
Rios shows an advance of £3,081 for the week, but the Argentine 
North Eastern has broken into its steady series of increases by a 
ecrease of £1,075. On the Antofagasta the aggregate earnings 
of £517,650 for the first 17 weeks of 1945 show an improvement of 
£36,770, and the Nitrate Railways by an advance of £5,871 in 
the last fortnight of April have reduced their aggregate decrease 
to £11,358. The Leopoldina in its 17th week shows a decrease of 
£9,284 and its aggregate for 1945 is now £9,132 down. To date 
the Great Western of Brazil shows an aggregate increase of £60,200, 

with gross receipts of £456,800. 


No. of Weekly Inc.or Aggregate’ inc. or 
week traffics dec. traffic dec. 
£ £ £ £ 
Buenos Ayres & Pacific* as 43rd 149,375 + 14,687 5,895,875+ 1,023,625 
Buenos Ayres Great Southern* 43rd 210,875 +36,500 9,067,500 + 899,625 
Buenos Ayres Western* 43rd ¢7,937 +812 3,051,188 + 480,251 
Central Argentine* ' ... 43rd 175,328 17,891 7,786,715 +862,328 
Cancdian Facific , ... 17th 1,742,600 + 187,000 20,006,500 133,800 


* Pesos converted at 16 to £ 
Aggregate gross earnings of the Canadian Pacific Railway for the 
first quarter of 1945 were £14,726,400, a decrease of £243,200, in 
comparison with the first quarter of 1944, and the aggregate net 


earnings of £1,203,400 for the same period showed a fall of 
£750,000 
eas ae 


Canadian Pacific Prospects 

At the annual general meeting of the Canadian Pacific Railway 
Company on May 2, Mr. D. C. Coleman, Chairman & President, 
said that there was small justification for the hope that the net 
earnings for 1945 would show any improvement notwithstanding 
that the working expenses for 1944 were burdened with a retro- 
ictive wage payment applicable to the year previous. In explana 
tion of this view, he said it would appear that, now that the 
end of the war in Europe was in sight, the higb point of wartime 
freight traffic had been passed. A temporary decline in all types 
of traffic could therefore be expected, with the exception perhaps 
of agricultural food products, until the economy of the country 


had been readjusted. On the other hand, the prospects for 
passenger traffic during the balance of the year seemed to be 
very favourable. While the gross earnings in 1944 were the 


highest in the company’s history, net earnings were lower than 
in many years of normal operations. Labour unit costs had 
increased approximately 25 per cent., the cost of steel rails 
23 per cent., sleepers 90 per cent., the price of coal 35 per cent., 
ind so on, while the charges of the railway companies for ser- 
calculated 


vices had in general remained stationary. It was 
that the increases in labour and material costs since the com- 


mencement of the war added approximately $43 millions to the 
operating expenses of the Canadian Pacific for the year 1944. 
If labour and material costs were to be maintained at anything 
like the present level, justice would require that the railways be 
permitted to obtain such increases in rates as the Board of 
Transport Commissioners might find reasonable. 
sascuu 

Publication of Railway Accounts 

The Public Utility Undertakings (Prevention of Publication) 
Order, 1944 (S.R. & O., 1944, No. 1449) which came into force on 
February 1, 1945, removes the restrictions and suspensions opera- 
tive under the Orders and Directions relative to publication of 
accounts, etc., of certain classes of transport services. Inland 
navigation, and dock, harbour, pier or lighthouse undertakings 
are: now specifically relieved from these restrictions (subject to 
notice of re-imposition by the Minister of War Transport) and the 
provisional accounts of the Grand Union Canal Company for 
1944, to which we have already alluded, have been released for 
publication. The official explanatory note prefacing the Order 
states that it removes the restrictions provided by the Orders and 
Directions in relation to all the other undertakings to which they 
applied except those with respect to which the Minister gives notice 


THE RAILWAY GAZETTE 





May 11, 1945 





to the undertakers as provided by the Order, and in their case the 
restrictions have been modified. This method of continuiny the 
restrictions to a modified extent, in cases where such continuation 
is required for reasons of security, has been adopted instead of 
specifying the undertakings in the Order. Section 1 of the Order 
states that ‘‘ The Orders and Directions of the Minister specified in 
the Schedule to the Order shall cease to have effect in relation to 
any undertaking which is not an undertaking to which this Order 
applies.”" This section and the memorandum appear to indicate 
that the full accounts and statistics of the four main-line railways 
for 1944 were, for security reasons, not available for publication, 
but that those for 1945 are likely to appear in due course. 
eas am 

The V2 Attacks and the Railways 

Although the V2 rocket attacks on this country from 
September 8, 1944, to March 27, 1945, did not leave the 
railways unscathed, the results achieved by this weapon were 
small compared with the blitz bombing of 1940-41, and the 


flying bomb attacks of last year. This was partly because 
of the smaller number of V2s compared with the intensive 
attack of Vis, and also because V2 damage tended to be 
more localised in its intensity, without the widespread 
blast effects. Traffic and engineering staffs, well versed in 
effecting speedy repairs and restoring traffic to normal, were 


quickly able to cope with the incidents which did occur, and which 
generally called for no other action than the clearance of debris 
from the line and first aid repairs to bomb damaged structures. 
In contrast with the flying bombs (which affected principally 
though by no means exclusively) the Southern Railway, the 
L.N.E.R. was the principal railway sufferer with the V2s, by 
reason of its geographical position, as the rockets apparently were 
discharged mainly from Holland. London was the target of the 
rockets as it was of the flying bombs. On their way to London, 
rockets caused considerable damage by falling short, especially in 
Essex, Hertfordshire, and Kent. The total number of rockets 
reaching this country during that period was 1,050. Nearly one in 


seven (149 in all) caused damage to L.N.E.R. property. Some 
further details are given at page 477. 
gaaescuu 
Central Entrances for Buses 
The recently-issued interim report of the Committee on Road 
Safety stated that the attention of the committee had been 


called to the greater safety which could be secured for public 
service vehicle passengers by the adoption of a body construction 
incorporating a central entrance coupled with sliding doors. The 
particular vehicles in mind are equipped with pneumatically- 
operated sliding doors in the middle of the vehicle on the near 
side. The seating capacity of the buses is 48 (25 on the upper 
deck and 23 on the lower) and access to the upper deck is gained 
by a staircase leading from the centre of the platform on the 
lower deck. The committee was informed that, in one particular 
area, step accidents were in the ratio of 1 to every 28,874 miles 
run, or 1 to every 212,734 passengers carried. For the year ended 
March, 1944, after the sliding door type of vehicle had been 
adopted, this ratio was reduced to one step accident to every 
80,030 miles run, or one to every 941,174 passengers carried. 
The committee added that such good results might not be 
achieved generally, and that buses of this type might not be 
suitable for use in congested areas. It may be recalled that the 
transport general managers of Sheffield, Leeds, and Manchester, 
each had a bus of this type on loan recently from Blackpool 
Corporation, for experimental use at the instance of the Road 
Safety Committee of the Ministry of Transport. These general 
managers in a joint report have now emphasised various disad 
vantages experienced when operating central-entrance buses with 
sliding doors on heavy industrial services. 
ass au 
London Transport Unofficial Strikes 


The announcement of the summer schedules by the London 
Passenger Transport Board last week was made the occasion for 
unofficial strikes by a number of the Board’s surface services. 
These stoppages of work were unauthorised by the men’s union, 
which urged the strikers to return to work pending settlement of 
matters in dispute. The ostensible reason for the strike was that 
the schedules could not be properly worked because of an 
insufficiency of transport and labour. Lord Ashfield assured them 
that additional labour was available and said that the Board, 
with the assistance of the Government Departments concerned, 
had secured a sufficient supply of labour to cover the needs. As 
might be expected, the action of the men was the subject of 
criticism in several sections of the press, and there can be no 
doubt that their ill-considered action not only caused consider; 
able inconvenience to the public, but was prejudicial to the best 
interests of the men themselves. During the periods of heavy aif 
attack on London, their conduct and bearing was exemplary, and 
they won well-merited approbation for the manner in which, 
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in very difficult times, they served the London public. It is all 
the more to be deplored, therefore, that the less responsible 
elements among them should have brought about an action which 
cannot fail to have undermined public goodwill. 


A Derailment at Wood Green 


Lt.-Colonel E. Woodhouse, in his report on the derailment at 
Wood Green, L.N.E.R., on August 29, 1944, places the respon- 
sibility on the driver, who ran from the No. 2 slow line to the 
Enfield branch, which forms a fly-over across the main lines, at 
, rate considerably in excess of the prescribed speed limit of 
15 m.p.h., a restriction of which he was unaware. The man was 
trapped in his cab when his engine overturned and so badly 
salded that he was six months under hospital treatment. 
Colonel Woodhouse was unable to interview him until March 8. 
Four passengers and the fireman were injured. The layout at the 
spot is rather awkward 4as the conditions are somewhat cramped, 
and both Colonel Woodhouse and Mr. T. H. Seaton, Assistant 
Engineer (London) have made suggestions for improving it, which 
is considered generally desirable in view of the fact that the 
Enfield line is no longer a branch, as ordinarily understood. It 
has been an alternative main route from Wood Green to Steven- 
we since 1924. It is interesting to note from the report, sum- 
marised elsewhere in this issue, that powers to make a burrowing 
junction in place of the present fly-over were obtained by the 
G.N.R. in 1914 and that various Acts and Orders have extended 
their period of validity to October, 1946. 


The First Locomotive Built in Portugal 

Hitherto the Portuguese railways have obtained their loco- 
notives from foreign manufacturers, principally in Germany and 
Switzerland. Breaking with this practice, the Portuguese Rail- 
yay Company recently put into service the first locomotive to be 
mstructed in Portugal. The engine was built in the company’s 
yorkshops at Madre de Deus, under the direction of Senhor P. F. 
\deodat de Brion, the Chief Mechanical Engineer. For this 
initial effort the company selected a tank engine of a class sup- 
lied originally between 1917 and 1921 by the Swiss Locomotive & 
Machine Works at Winterthur; a further delivery came from 
Henschel of Cassel in 1929. The new locomotive is used chiefly 
for hauling passenger stopping trains. For some time there has 
been considerable difficulty in obtaining supplies from abroad, 
not only of completed locomotives but also of material for shop 
repairs and maintenance work. The Minister of Public Works, 
Senhor Cancela de Abreu, with numerous State and railway 
ficers, presided at the dedication ceremony and congratulated 
he company on the step it had taken. 


Canadian National Railways 


(pPE RATING revenues of the Canadian National Railways for 
the vear 1944 amounted to $441,147,000, an increase of 
$532,000 over 1943 and the highest in the company’s history. 
Total revenues averaged $1,205,000 per day throughout the year. 
fhe system carried 80,851,000 tons of freight and 35,928,000 pas- 
engers, almost twice as much freight and four times as many 
assengers as in 1939. There was an increase of 424,000 tons in 
1944 freight traffic, as compared with 1943, but freight 
nue at $321,589,000 was down by $3,310,000, because of the 
creased movement of higher rated war and industrial materials 
nd an increased volume of lower rated products. Passenger 
revenue, at $69,776,000 showed an increase of $2,885,000. Apart 
tom minor adjustments, freight and passenger rates remained 
ixed at pre-war levels. 
Operating expenses totalled $362,547,000, an advance of 
838,072,000 on the 1943 figure. The increase over the preceding 
ear in operating expenses was caused by higher wage rates 
mounting to $23,348,000, an increase of $7,102,000 in the price 
materials, and additional maintenance work on track and 
quipment costing $5,893,000. 
The higher costs for wages and materials did not represent 
idditional man-hours or additional quantities of material, but 
sulted from the higher wage rates paid by the railway for 
abour and the increased prices paid for fuel, rails, sleepers, and 
ther materials. The average price of fuel increased from $5-37 to 
%10 per ton, involving an added expense of $4,906,000. New 
ails averaged $57-33 per ton, compared with $55-26; the average 
tice of treated sleepers rose from $1-42 to $1-65 and untreated 
‘“eepers from 88 cents to $1-04. As compared with 1939, higher 
tates added $47,823,000 to the wages bill and higher prices added 
proximately $20,000,000 to the cost of materials. 
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Operating expenses included $10,000,000 for deferred mainten 
ance, $1,140,000 for amortisation of war projects and $2,375,000 
for inventory reserve. The amount charged for depreciation on 
rolling stock was $19,853,000, or approximately $7,000,000 more 
than would be provided under average traffic conditions. After 
meeting operating expenses, taxes, equipment and joint facility 
rents the net railway operating income was $67,725,000 as com- 
pared with $81,634,000 in 1943. Interest on funded debt held by 
the public in 1944 was $28,136,000, interest on government loans 
$19,934,000 and after meeting these charges the cash surplus paid 
to the government was $23,027,000. The cash surplus in 1943 was 
$35,639,000. Financial results are compared below :— 


1943 1944 
3 . 
Freight revenue a — ok ve ... 324,899,724 321,588,729 
Passenger revenue = os we oS a 66,891,034 69,776,257 
Total operating revenues an of oe ... 440,615,854 441,147,510 
Total operating expenses es aoe mai ... 324,475,669 362,547,043 
Net operating revenue en he we .. 116,140,285 78,600,466 
Net railway operating income aie we a 81,633,938 67,724,644 
Totalincome ... ae as Sins a pa 91,548,501 88,246,826 
Deductions from income oe daly = “ar 6,246,045 7,150,262 
Net income available for interest ... ae sie 85,302,456 71,096,564 
Interest charges ee a aa ies mae 49,663,044 48,069,639 
Cash surplus... mene an ee i oe 35,639,412 23,026,924 


The total capital expenditure during the year was $36,063,000, 
of which $32,359,000 was for new equipment, including 27 loco- 
motives acquired under .hire-purchase agreements with the 
Dominion government. Construction proceeded on a new line 
from Eastern Junction to Bout de l’Ile on the Island of Montreal 
and is nearing completion. The line will be ready for operation 
this summer. A two-mile line from Atwater Avenue to the west 
end of Victoria Bridge, Montreal, was completed. 

War activities of the National System in 1944 included the 
operation of the Prince Rupert Dock & Shipyard and of National 
Railways Munitions Limited. These, as well as the company’s 
shops, were meeting their war contract schedules. Shipments 
handled by the Canadian National Express aggregated 15,781,000, 
an increase of 7:55 per cent. over 1943. Express revenues, at 
$17,375,000, were the highest in the company’s history. Revenues 
from Canadian National Telegraphs amounted to $6,998,000, on a 
level with 1943. The combined revenues of the railway’s hotels 
amounted to $5,639,000, the highest on record. The three resort 
hotels, Jasper Park Lodge, Minaki Lodge, and Pictou Lodge, 
remained closed. Meals served on the company’s dining cars 
totalled 904,000, more than five times the number served in 1939 


Locomotive Running Sheds 


THOSE who heard Mr. J. Taylor Thompson present his paper 

on ‘‘ The Layout of Locomotive Depot Facilities ’’ at the 
Institution of Civil Engineers on March 6, may well have drawn 
mental comparisons between the carefully planned models which 
he illustrated in plan in the folding plate attached to the pre- 
print and the decidedly primitive examples, only too familiar in 
this country at any rate, which may be said to constitute the 
average accommodation provided by a railway company for its 
locomotives. It is one thing to be taken on a conducted tour of 
the show pieces; it is quite another to be obliged to earn one’s 
living, as railway servants do, by grappling with the difficulties 
inseparable from antiquated and outmoded equipment. Running 
sheds seventy years old, or more, are all too common, and almost 
invariably bear witness to the fact that they were built when 
time was a matter of comparatively little consequence to the 
engine off duty. 

Nowadays, the capital invested in locomotives is so great 
that it has become increasingly important that they should 
spend as much of their time as possible in gaining revenue for 
their owners, and as little as possible in the shed; and this 
changed situation—with a further urgency superimposed by war 
conditions—is an influence which cannot possibly be ignored in 
the general arrangement of running shed facilities. It is no good 
concentrating on one aspect alone, if other relevent factors are 
not taken into consideration. As Mr. Thompson states: ‘‘ In 
dealing with a locomotive depot the ultimate aim is the servicing 
of locomotives so that they shall be available for use as quickly 
as possible, and not the rapid or economical fulfilment of one 
particular operation. Unless the purpose, as a whole, is kept in 
mind, wasteful expenditure on unbalanced facilities is almost 
sure to arise.’’ The film which was shown at the meeting illus- 
trated how rapidly this could be done. 

With the grouping of the railways in 1923, it became a notable 
feature of the policy in the locomotive running departments to 
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close as many of the comparatively small sheds as possible, and 
to concentrate all locomotive servicing at a few centraily placed 
depots. Moreover, the grouping had the effect in certain 
instances of bringing a considerable increase in traffic to par 
ticular areas. Consequently one of the first effects to be felt in 
the running sheds that remained was a gross overcrowding, and 
far too little was done to ease the problem. It needs little imagi- 
nation to picture the effects of increasing the number of engines 
attached to a particular shed from, say, 75 to 120, if nothing 
particular is done to improve coaling, watering, sanding, and 
to say nothing of general equipment for 


ash disposal facilities, 
As long as the present type of loco- 


maintenance. 
motive exists—and may it long flourish, as it deserves to do— 
pits will be necessary in workshops and sheds. If the number of 
engines at a given shed is increased, the pit accommodation must 
be increased proportionately, otherwise there will be delays in 
repairs and inspection which no other means will remedy. This 
is merely one example of the complex inter-relationship of the 
many factors controlling the efficient maintenance of locomotives. 
Mr. Thompson made much of another factor—ash disposal—in 
his paper, and rightly so, for it has been mismanaged lamentably 
in the past, at the cost of an expenditure in human effort which 
We can recall a depot housing 


locomotive 


is truly appalling to contemplate. 


over 200 engines, the ashes from which were shovelled (with 
ordinary hand shovels) by a gang of men working at rail level 
into 12-ton wagons placed alongside the engine road—each 


shovelful of ash had thus to be swung some 8 or 9 ft. into the air, 
and on windy days much of the ash never got into the wagons. 
Mr. Thompson’s model layouts of running sheds include both 
the roundhouse and the straight-through types. His example of 
the former pattern shows how the old objection to the round- 
house (namely, that a failure of the turntable ‘‘ bottled up ’’ all 
the engines around it) can be Our own feelings are 
that, with this very substantial improvement, the roundhouse is 
much to be preferred. The everlasting draughtiness of straight 
through sheds is very trying to those who work in them, and is 
bound to have a generally adverse effect on the work done. A 
further advantage in the roundhouse type is that turntable capa 
city is always in proper proportion to the number of engines, and 
in consequence much of the delay experienced where the turntable 


overcome. 


is a separate entity is avoided. 


U.S.A. Railways in 1944 


HE annua! statistical and outlook number of the Railway Age 
was published on January 6 but did not reach London until 

the in March We always look forward to the 
arrival of this special issue, because it gives a comprehensive 
survey of every branch of American railway transactions during 
the previous twelve months and discusses the probable trend of 
developments in the near future. In the first of a series of 
signed articles, Colonel J. Monroe Johnson, Director of the 
Office of Defense Transportation, offers his felicitations to rail- 
waymen for ‘‘a great job magnificently done,’’ but goes on 
say that the current year is likely to be the toughest of all 
He lays stress on the movement of supplies, especially petroleum 
products, to the west coast now that the Pacific has 
entered its vital stage at the same time as the European con 
flict has been intensified. Colonel Johnson does not expect much 
help from other transport agencies and his opinion is confirmed 
the index for freight ton-miles quoted below 


second week 


war 


by 
1939 1943 1944 
Railways “ : ‘ 100 218 222 
Waterways (Great Lakes, rivers and canals) 100 145 140 
Road-motor vehicles ais es 100 114 109 
Pipelines 100 166 182 
Over the same period the railway proportion of the total inter 
city freight traffic has increased from 62 per cent. in 1939 to 
71 per cent. in 1943 and 1944. Last vear the railways broke all 
previous records by handling 740,000 million ton-miles com- 


pared with 447,000 million in the peacetime peak year of 1929. 


This great work was done while the railways were handling 
96,000 million passenger-miles, more than twice the figure for 
the previous banner ’’ year of 1920 and over four times the 
1939 passenger mileage. 

These facts are culled from the review of 1944 railway opera- 
tions contributed to the annual by Dr. Julius H. Parmelee, 
Director, Bureau of Railway Economics, Association of 
American Railroads. This survey of an annus mirabilis in rail- 


way history is written in a clear and judicial style, every state- 


ment being supported by adequate statistics. Dr. Parmele 
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points out that the volume of freight traffic showed increases jn 
each month through June in 1944 and then turned downward for 
the rest of the year. Passenger miles also showed a tendency 
to level off during the second half of 1944. After appraising ajj 
the complex elements that enter into the prospective situation, 
it appears to the Director reasonably certain that railway freight 
and passenger traffic will be less in 1945 than in 1944, but the 
specific percentages of decrease for the current year stil! lie jp 
a rather speculative field. 

rhis forecast does not conflict with Colonel Monroe Johnson's 


warning, because the Director of O.D.T. knows the mounting 
“or ° . . . . +] 
difficulties of the railways in respect of overstrained equipment 


scarcity of tank wagons and of some other types of vehicles, 
and diminishing manpower. One article in the annual 
that the locomotive stock is being gradually impaired 
additions. 


shows 
through 
A second article, bearing 


intense user and few new 

the significant title ‘‘ Freight Car Inventory Ageing,’’ calculates 
that at the end of December the backlog of orders for ney 
wagons stood at 40,000, slightly more than the number of 
wagons on order and undelivered at the end of 1943. About 
one-third of the freight wagons now in traffic are over 25 years 
old and the number of wagons under or awaiting pairs 
increased by 5,000 in October last as compared with the cor 
responding month of 1942, though by great efforts it was kept 
at the low level of 3 per cent. of the total wagon stock. Our 


railways would be more than satisfied if they could achieve an 
equally good result, we feel sure. 

Dr. Parmelee’s statistical tables, based on the short ton, pr 
vide plenty of evidence of operating efficiency. The average 
number of gross ton-miles per freight train hour in 1944 was 
greater than in 1939 by 14 per cent. Net ton-miles per train 
hour were up over the same period by 32 per cent., reflecting an 
increase in train load from 813 to 1,144 tons and in wagon 
load from 27 to 33 tons. Other striking average figures are 


laily mileage of 124 for freight locomotives and 53 for wagons 
Because of heavy traffic density a freight-train speed of nearly 16 
miles an hour was a mile an hour below the pre-war result. In 
contrast to the general slowing down of passenger trains in Great 
3ritain, the average speed of American services scarcely has been 
affected at all, though the average train load has risen from 58 
passengers to 203 and the coach-load from 13 passengers to 33 
The daily mileage of passenger locomotives during the five years 
we are comparing rose by 21 per cent. to the unprecedented height 
of 222 miles and for every ton of fuel consumed by these engines 
136 were worked—another best on record. 


coach miles 


For conducting all the transport we have recorded the rail- 
ways collected a revenue of nearly 9,500 million dollars, an 
increase of 400 million dollars over 1943 or more than 4 per 
cent. Operating expenses, however, increased by 650 million 


dollars, or 11 per cent., to 6,333 millions and the operating ratio 
of 62-5 per cent. in 1943 rose to 66-7 per cent. last year. In 


consequence net operating income declined from 1,362 million 
dollars in 1943 to 1,095 million in 1944 and net income (after 
fixed charges) fell from 874 million dollars to 696 million. In 


both years the railways paid about 216 million dollars in divi- 
dends whereas stockholders received 490 million in dividends in 
1929. Obviously the American railways are following a con- 
servative financial policy in view of the heavy after-war expendi 
tures which will be essential to bring their properties up to date 
Their attitude may be illustrated by the comparison which the 
Railway Age draws between the disposition of total receipt 


operating revenues plus other income) in the years 1929 and 194 


1929 1944 
Per cent. Per cent. 

Surplus ee int 6:1 5 
Dividends ‘i ‘ one ue 7:4 2:2 
Fixed charges sd : a oe 10-4 6-3 
Rentals . — 1-9 2-1 
Taxes 6 18-5 
Wages 40-3 37-8 
Other expenses 27-6 28-1 

100-0 100-0 


Total receipts 


m 


In 1944 total receipts were 3,058 million dollars larger than 
1929, or 46 per cent., but the railways paid the owners 
their securities 353 million dollars less, a 30 per cent. decrease 
Of late the selling price of railway securities has somewhat 
improved, but the financial position as a whole is still too weak 
to provide new capital freely for Ut 








to encourage investors 
betterment of railway properties. - 

America may be on the brink of an era of violent competition 
in the transport field. That road, air, water and pipelines wi! 
all strive to divert traffic from rail goes without saying, bu! 
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great rivalry is likely within one or two of these transport 
agen ies, notably civil aviation, and in some quarters a clamour 
is being raised against the long-established practice of the rail- 
ways to settle rates and facilities in consultation. The railways 
| thus have every incentive to spend money on improving the 


wl 


efficiency and attractiveness of their services as soon as the war 
ends, before their rivals are fully equipped for the fray, and 
when the time comes they promise to have at least 1,000 million 
dollars of cash in hand to pay for new works and equipment. 


Only by adopting a progressive policy, can the railways hope to 


hold their own in the coming contest and it is reassuring to 
learn that their after-war planning programme is ‘‘ now on 
home stretch.’’ 


In a brightly written editorial the Railway Age claims that 
the railways have always demonstrated resourcefulness and 
vitality, when subjected to the hardest tests, and regards with 
optimism the future of the industry. We share our contem- 
porary’s faith and admire its enterprise in analysing the 1944 
performance of the U.S.A. railways and publishing what is really 
a book packed with admirably arranged information before 1945 
was a week old. 

Sas a= 


Carriage Axle Design and Performance 


WwiH Mr. Graff-Baker, Chief Mechanical Engineer of the 
L.P.T.B. as President, the Institution of Locomotive Engi- 
neers has provided a ‘‘ London Transport ’’ flavour to three of 
this session’s meetings. Mr. Graff-Baker himself gave a lead 
with a notable Presidential Address; on February 22, one of his 
staff, Mr. Collins, gave a paper on ‘‘ Power-Operated Doors for 
Railway Rolling Stock ’’; and now Mr. D. W. Spencer, also of 
Mr. Graff-Baker’s staff, on April 4, has given a paper entitled 
Notes on Axle Design and Performance.’’ This little group of 
specialist lectures on features of London Transport engineering 
practice might well be extended to cover other important aspects 
f the subject, so that within a single session the salient charac- 
teristics of the railway could be covered by members of the staff 
qualified to dea! with them, and the Presidential Address 
uld form both an introduction and a summing-up of present 
tendencies, linking each of the various features 
enabling them to be viewed in proper perspective. 
Mr. Spencer’s paper formed a useful survey of the various 
nfluences affecting the design of railway axles; and our only 
adverse criticism is that the title he gave it did not indicate that 
t was confined to carriage axles alone. As was pointed out by 
Mr. T. Henry Turner, in the ensuing discussion, wagon axles 
and locomotive axles each have to be treated in entirely different 
manners, the former largely because of the different method of 
ubrication and the latter because of the complex system of 
tresses set up by the reciprocating parts of the locomotive. 
Although the failure of a carriage axle in service is of com- 
iratively rare occurrence, it is so desirable to avoid it that 
very possible means of preventing or reducing its incidence is 
{ vital importance. As most failures occur in the region of the 
vheel seat, usually a short distance inside the hub, research has 
generally been directed towards the elimination of the tendency 
t fatigue cracks to develop in this region. : 
[wo main lines of attack have been directed towards the 
lfilment of this aim: they comprise, first, photo-elastic studies, 
iter the manner of the methods expounded so brilliantly in this 
untry by Professor Coker and Professor Filon at University 
llege, London; and second, series of physical tests. The chief 
methods of reducing the sources of weakness and of improving 
strength of axles at the press-fitted portions include the 
tovision of annular stress-relieving grooves on the inside hub 
the wheel, raised seats at the press-fitted portions, and sur- 
-rolling of the wheel seats. 
_Mr. Spencer cited a research carried out by the Timken Roller 
searing Company into stress concentrations due to the press-fit, 
ising photo-elastic apparatus. The chief fact emerging from these 
ests is the improvement obtained by grooving the inside hub 
€, stress relief being secured by the flexibility of the lip on 
le hub, which prevent the building-up of high stresses at this 
int. In mechanical engineering, as in everything else, one 
‘not get something for nothing, and the author quite fairly 
ints out that the ‘‘ theoretical considerations ’’ on which some 
{the advantages of annular stress-relieving grooves seem tc 
‘ave been based, are offset by the increased ‘‘ bell-mouthing ’’ or 
ttlargement of the inner end of the bore of the hub which occurs 
when such grooves are provided. 
The paper contains a well set-out and thoroughly practical 
*ction on surface rolling of wheel seats, with just that informa- 
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tion which a designer needs to know. Rolling, as opposed to 
filing and grinding, has been definitely shown to have a bene- 
ficial effect on test specimens; and fatigue bending tests with 
surface-rolled specimens have yielded increases up to 30 per 
cent. in the endurance limit. After giving details of the work- 
shop procedure, Mr. Spencer adds a most instructive graph 
showing how the hardness varies with the depth from the sur- 
face of a rolled wheel seat. As a result of their enhanced resist- 
ance to the propagation of fatigue cracks, the L.P.T.B. has put 
into service a fairly large number of axles having cold-rolled 
wheel seats. 

Perhaps the most obscure of all the problems encountered in 
carriage axle design is the effect of the press-fit. Buckwalter, 
Horger, and Sanders in America have divided the problem into 
‘‘ three regions of stress-life combinations: in region A the axle 
breaks off in the wheel fit; in region B the axle develops cracks 
in the wheel fit which will not propagate to cause failure unless 
the stress is increased above a certain limit, which virtually 
transfers the axle into region A; in region C no cracks develop. 
The author, in assessing the significance of this research, con- 
cludes that in assemblies where no bending moment is taken 
through the wheel, the stress at which the axle will not crack 
is the same as the stress at which the axle will not break off. 
The initiation of cracks not leading to complete failure is there- 
fore due to bending-moment so a reduction in flange 
forces would have the effect of raising the endurance limit. 

After giving the method of designing axles and the formula 
attributed to Reuleaux, Mr. Spencer draws attention to the fact 
that if certain stress limits are to be strictly observed, axles thus 
designed may be undesirably heavy. He then refers to means for 
reducing the weight of the wheel-and-axle assembly. By using 
seamless steel tubing, a saving in weight of over 25 per cent. 
has been effected in the U.S.A.; and this method of manufacture 
would appear to have definite possibilities. Already in America, 
the Association of American Railroads has adopted axles of 
seamless tubing made by the Timken Roller Bearing Company as 
an interchange standard for all purposes. This seems to point the 
way to a profitable line of investigation in this country; yet 
another, virtually untried, would be the practicability of free 
wheels, in view of those design complexities and stresses which 
in existing patterns are solely due to the use of a press-fit. 


stresses, 


Stale Sandwich Shadow 


NCE again the reproach of out-of-date refreshment rooms has 
been made the foundation of more general criticism of railway 
facilities. Writing in The Observer recently, Mr. Ivor Brown 
spoke appreciatively of railway engineering achievements, but 
contrasted them with what he called the ‘‘ poverty ’’ of railway 
psychology. This ‘‘ poverty ’’’ he saw not only in the anomaly 
of retaining both first and third class refreshment rooms—neither 
of them providing service of the standard the public enjoyed in 
other catering establishments—but also in a supposed failure of 
the railways in peacetime to cater for ‘‘ transport-hungry 
millions ’’ at week-ends, who ‘‘ wanted to see their friends on 
their one wholly free day.’’ 

His suggestion that these people were better catered for by 
the motorcoach companies overlooks the wealth of Sunday half- 
day excursion facilities before the war. Few provincial towns or 
seaside resorts were without their express half-day excursion, 
usually with buffet cars and a seat reservation system. These 
trains even gave some places better service on Sundays than they 
had during the week, particularly in respect of through car- 
riages. Their speed enabled passengers to have longer at their 
destinations than was possible by road, assuming similar times 
of departure and return arrival. Certain excursions included con- 
ducted visits to places of interest at the destination, and some 
were specially routed to take in scenic stretches of line. Apart 
from wék-end travel, cheap evening fares from many towns to 
local resorts were a widespread facility. 

Refreshment rooms may have lagged behind, but to some 
extent it can be said it was because buffet and restaurant cars, 
through carriages, and convenient connections had so much 
reduced the demand for them. Mr. Brown recalls that Charles 
Dickens observed in 1866 that people abroad would often dine 
at railway catering establishments for preference, but Dickens 
was writing before the age of the cinema café, few of whose 
patrons today would be likely to forsake it for the most alluring 
railway refreshment room. If the railways cannot entirely remove 
the shadow of the stale sandwich from their past, it should not 
be allowed to prejudice judgment of their more recent ventures. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The Argentine Peso Exchange Rate 
The Buenos Ayres & Pacific Railway Co. Ltd., 
River Plate House, London, E.C.2. May 1 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—With reference to the rate of exchange adopted by you 
in conversion of the peso traffics of Argentine railways, as shown 
in the traffic table published by you. A figure of 15 pesos to the 
the £ sterling; and the Government has now granted the rail- 

In the first place a rate is granted by the Argentine Govern- 
ment to the railways for the remittancce of funds for meeting 
financial services. This rate until recently was 16-15 pesos to 
the £ sterling; and the Government has now graunted the rail- 
ways a reduced rate temporarily, but the difference between the 
new and the 16-15 peso rate is applicable solely for the purpose 
of financing the recent repayment of wage retentions. The com- 
panies therefore in actual practice receive no advantage in the 
way of remittance rate. 

In the second place the rate is purely a remittance one and its 
use in converting the companies’ gross traffics into sterling gives 
a completely wrong idea of the earnings. In any case, we cannot 
understand why a conversion rate of 15 pesos to the £ sterling 
has been used, as this rate is only applicable to remittances for 
payment for stores purchased in England. 

Yours faithfully, 
C. ELLISON RICH, 
Secretary 


[The above letter is the editorial note on 


p. 461.—Ep. R.G. 


subject of an 


Rapid Repair of Locomotives 


‘* Woodside,’’ Sheffield Road, 
Glossop, Derbyshire. 
To THE EpItoR OF THE RatLway GAZETTE 
Sir,—As one somewhat intimately concerned with the manufac- 
ture and repair of locomotives, I read the article ‘‘ Rapid Repair 
of Locomotives on the London & North Eastern Railway ’’ pub- 
lished in your issue of April 13, with considerable interest. 
Assuming a normal working week of 47 hours, the time taken 
for a complete repair by the L.N.E.R. is 111 hours. I would 
suggest that this time could be reduced to from 45 to 70 hours 
excluding weighing, depending on the class of engine. To obtain 
this goal five important factors must be taken into account. 
1. Control of staff. 
2. Progressing of material. 
3. Maintenance of stocks of spare parts and repaired boilers. 
4. A balanced load on the shops. 
5. Correct layout of the erecting shop. 
1. Control of Staff 
As the approximate time for all the various operations per- 
formed are known, the correct staff can easily be ascertained and 
allocated to their particular job. 
2. Progressing of Material 
It is essential that there should be a highly efficient progress 
system, and great care should be taken to ensure that details for 
repair are kept moving and not left on the shop floor; this is 
particularly important after they have been stripped off the 
engine, as delay at this stage throws the whole programme out of 
gear. 
3. Maintenance of stocks of spare parts and repaired boilers 
There must at all times be sufficient stocks of spare parts 
available in the stores to ensure that no locomotive under repair 
is at any time held up for want of them. In this connection a 
stock of repaired boilers should be kept on hand as a boiler cannot 
usually be given a heavy repair in the time available. 
4. A balanced load on the shops 
It is necessary that there should be some control by the works 
of engines coming into the shops for repair. As far as possible, 
approximately the same number of engines of each class should 
come in for repair each week, and the works must be advised 
at least three days before the engines are due to arrive and what 
repairs it is expected they will require, so that the progress 
organisation may allocate each engine to its particular line. 
5. Correct layout of the erecting shop 
The erecting shop should be laid out to suit the individual 
requirements of the works, as no two works are probably the 
same, but all identical in principle, the criteria being the number 
and types of engine dealt with. It should be double ended so 
that the engines come in one end and are stripped down and 
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finally pass out at the other end finished. They should be split 
up into different lines, roughly as follows :— 

Line 1. Small engines, such as 0-6-0 tanks and 0-6-0 freight 
engines, of old design. 

Line 2. Superheated 0-6-0 freight engines with piston valves of 
modern design, and 4-4-0s. 

Line 3. Large tank engines together with the corresponding 
types of 4-6-0s and 2-8-0s (that is, 2-cylinder tanks with 2-cylinder 
4-6-0s and 2-8-0s). 


Line 4. Multi-cylinder engines such as 3- and 4-cylinder 
4-6-2s, 2-6-2s, etc. 
Line 5. Rebuilds, conversions, casualties and collisions. These 


engines are grouped on their own because they are not included 
in the schedule, as their repair may take anything from two 
days to several weeks. 

Line 6. New engine building. 

The above lines are quoted merely to give the theory behind 
the layout, but the allocation in practice would probably lepart 
considerably from them. When organising the lines, care should 
be taken to allow for engine lengths, otherwise the system will 
be its own undoing. Obviously an 0-6-0 cannot be taken off its 
line on completion and its place taken by a 2-6-4 tank, as there 
would not be room for it. In practice this is sometimes forgotten 
or unavoidable, and engines have to wait a couple of days 
without any work being done on them for another engine to be 
moved out of the shop before there was room for it on the repair 
pits. 
Adequate room should be provided at the side of the engines 
to ensure that the gangways between them are not blocked with 
material. In a large bay there should be at least four cranes with 
sufficient head room to enable one locomotive to be lifted over 
the top of another, so that two lifts may take place simul- 
taneously. 

From 13 to 14 hours, according to the class of engine, of the 
time allowed would be needed for stripping. The cleaning could 
be speeded up by the installation of a caustic-soda bosh of 
sufficient size to enable the whole engine chassis to be cleaned in 
one boil, thus doing away with hand cleaning. I believe that 
this has been done at the Federated Malay States workshops. 
The remainder of the time would be utilised for the repair of the 
engine. 

I am convinced that the times I have stated are reasonable 
and that, with careful planning they might be reduced, but I 
fully realise that to layout a complete scheme and its schedules 
would be a very large job, a job which would, however, more 
than justify the time and money spent on it. 

Yours faithfully, 
IAN P. HUNTER 
























Centralised Traffic Control 
The Siemens & General Electric Railway Signal Co. Ltd. 
East Lane, Wembley. May 3 
To THE EpIToR oF THE RAILWAY GAZETTE 


Sir,—In your editor’s note at the foot of the letter from 
‘‘ Vigilant ’’ in your April 27 issue, there is an implication that 
C.T.C. has been, or would be, found on consideration not to 
provide the safety conditions covered by ‘‘ our block telegraph 
regulations.’’ This is the first time I have seen the suggestion 
that C.T.C. might not be acceptable in this country on account 
of the reduced safety it provides and it would be useful to know 
more particularly what the weaknesses are understood to be. 

The block telegraph regulations deal chiefly with the offering 
and acceptance of trains between block posts. In C.T.C. this] 
formality disappears because there is one controller only, but the 
regulations under which a train is signalled forward from one 
station to another need not be relaxed in any way. 

Yours faithfully, 
F. HORLEY 




























TRANSPORT BoarD.—The local administration committee has 
decided to recommend the creation of a Public Transport Board 
for Ceylon for the control, organisation and co-ordination of all 
commercial transport in the island and to advise the Minister 00 
all questions of major policy affecting internal transport. The 
Board, it was agreed, should be composed of three members: the 
General Manager of Railways, the Commissioner of Motor Trans- 
port and another, probably the Director of Transport, who is t? 
be the Chairman of the Board. The committee has also decided 
that a tribunal shall be appointed to which an appeal would lie 
against decisions of the Transport Board on certain specified 
issues to be decided later. The Board of Appeal is to consist of 
five members to be appointed by the Governor. 
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The Scrap Heap 


Last AIR RAID WARNING ? 
Altogether, Londoners heard the wailing 
of the air-raid warning 1,224 times since the 
beginning of the war. The last warning was 
on March 28, at 7.52 a.m., and lasted only 
six minutes. 


rhe last time of anything is always sad- 
Don’t you think the sad thing is that we 
seldom know when the last time has come ? 
We could make so much more of it—Fvom 
“ Mary Rose,” by J. M. Barrie. 
«. * * 
SEVEN ‘‘ MET ’’ BROTHERS 
Seven brothers named Spittle living in 
Stoke Mandeville Bucks., entered the 
* x - 


100 YEARS AGO 


From Tue Rattway Times, May 10, 


On Saturday, May 2 


1945 





4, will be published, 

\ AP OF ALL THE RAILWAYS IN 
4 GREAT BRITAIN—to be presented Gratis to 
every Six Mouths’ Subscriber to THE SCOTTISH RAIL- 
WAY GAZETTE, and JOURNAL OF BANKING, IN- 
SURANCE, &c. 

This complete and authentic Map has been . ry ly 
constructed and engraved on copper by Messrs. W. & A. K. 
Jounston, Geographers to the Queen, and carefully revised 
by eminent Engineers; in which are delineated and distia- 

guished by different colours, the Railways in operation, 
Saas In progress of formation, and those for which Acts 
have been obtained; also all proposed Railways, aistia- 
guishing those approved by the Board of Trade—the sta- 
tions on each line being marked, as also the distances of 
principal towns and stations from London, and the several 
termini, with the lengthof eachline, It also inchades the 
steam boat tracks from the —— ports, showing the 
course and length of voyage, &c., 

Specimens of the Map may now be seen at the various 
Exchanges, Sharebrokers, and News Agents in the prin- 
— ~~. of the Empire. Size of Map 29 inches by 19 
inc 

The ‘Scottish Railw ay Gazette is published every Satur- 
day, and is devoted exclusively to the interests of Capi- 
talists. Meetings of Shareholders are regularly and fully 
reported. It contains the daily Share lists of London, Li- 
verpool, Edinburgh, and Glasgow, and other authentic 
information ; and is, in short, a complete Weekly Record 
of Joint-Stock and Commercial business in Scotland. It 
also provides the desiderated medium for concentrating all 
Advertisementa and Public Notices addressed to Capitalists 
and Partners of Joint-Stock Companies. 
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service of the Metropolitan Railway. Six 
of them became steam-train drivers; a 
seventh was fireman. The last brother in 
the service (and the only survivor), Isaac 
Spittle, retired lately at 65; he had 
served on the Metropolitan Line 46} years, 
and for most of the time was motorman on 


the ‘‘ Hammersmith & City.’’—From 
“ Pennyfare.”’ 
7 « * 
L.P.T.B. SrriKES SouR VICTORY 
Berlin fallen, Hitler and Goebbels dead 
by their own hands; all Italy overrun. 


And in the human sense, supreme achieve- 
ment of all, the thousands of prisoners who 
have languished in the prison camps, freed 
from bondage. Even now these freed 
prisoners are coming home, men who even 
in defeat proved victors. They crowd the 
London termini filled with the one desire 
that sustained them in captivity : the sight 
of those for whom they gave their freedom. 
Feverishly they hurry from the trains, 
scanning the faces of all about them. For 
the fortunate among them there is the 
ecstatic moment of reunion. For the 
others there is only the emptiness of dis- 
appointment. No wife and child, on 
sweetheart or parents await them at the 
barriers; in the moment of victory they 
are victims of a sectional strike of workers 
of the London Passenger Transport Board. 
—From ‘“‘ The Evening Standard.”’ 





Mussolini, Hitler, Goering, and Ribbentrop at a Berlin railway station 


The Head Director, LMA 
The above is an example of some of 
the many strange letters which railway 
companies receive, and on which, from 


time to time, we have commented on 


this page 


In a recent four weeks 450,000 quart 
bottles of beer from London breweries 
were despatched by the G.W.R. to troops 
overseas. Special trains were run for the 
purpose. 


* * * 


Amidst the shelves, cases of drugs, 
and medicine bottles in the rear of Main 
Hill’s drug store in Belfast, Maine, the 
officers and directors of the Belfast & 
Moosehead Lake Railroad, America’s only 
municipally-owned and operated steam 
railway, were winding up their monthly 
meeting. .. . And for the last twenty 
years, the life of Belfast has depended on 
the Belfast & Moosehead Lake Railroad. 
Twice a day it highballs across thirty- 
three miles of Maine Hills from Belfast, 
quiet and snug on Penobscot Bay, to 
Burnham Junction, where it connects with 
the Maine Central Railroad and the out- 
side world.—From “‘ Collier’s’’ of Janu- 
ary 13, 1945. 


FIveE EPITAPHS 

Goebbels 

; Like a liar gone to burning hell— 

Shakespeare 

Goering 

That bolting-hutch of beastliness, that 

swollen parcel of dropsies, that stuffed 

cloak-bag of guts—Shakepeare 


Himmler 
May his soul burn 
And never-dying worms 

Feast on its pain for ever—Rossetti 


Mussolini 
A fixed figure for the time of scorn 
To point his slow unmoving finger at 
—Shakespeare 
Hitler 
The bloody dog is dead—Shakespeare 
From ‘‘ The Daily Express ”” 
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AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Record Earnings in January 

Revenue from all services operated by 
the South African Railways & Harbours 
Administration amounted to £5,397,312 in 
January, thus setting up a new record, 
which exceeded that of November, 1944, 
by £22,438. There was a surplus for the 
month of £252,784, and the accumulated 
deficit of £59,290 at the end of December, 
1944, was converted into a surplus of 
£193,494 at the end of January. This does 
not compare favourably with the position 
at the end of January, 1944, when the 
surplus was £596,556. 

The volume of traffic did not exceed 
that handled in November, and the new 
revenue peak is attributable to earnings 
of harbours and airways services. In 
spite of the consistent patronage of the 
airways, the operation of the services since 
their resumption in December last is ex- 
pected to result in a net deficit of £3,684, 
because considerable debits are still out- 
standing against airways. These could 
not be included in the January statement, 
hence the apparent surplus of £12,685 does 
not reflect the true position Compared 
with the estimates, revenue from all sources 
in January, 1945, represents an improve- 
ment of £898,570 Expenditure, on the 
other hand, was £604,536 more than origin- 
ally estimated. 

Airways 

During February 3,255 passenger journeys 
were made by the South African Airways, an 
increase by 797 as compared with January 
The heaviest loads were carried over the 
direct routes between the Rand and Cape- 
town via Kimberley and Bloemfontein 
Despite the trebling of the service between 
the Rand and Capetown, via Bloemfontein, 
and the introduction of a weekly service 
from the Rand to Port Elizabeth, also via 
Bloemfontein, the percentage of seats 
filled on the section between the Rand and 
Bloemfontein remained high. On the Rand- 
Durban return service, the number of 
passengers travelling was 91-52 per cent 
of the available seats. 


Social Security on Railways 

Speaking in Capetown recently, Brigadier 
C. M. Hoffe, General Manager of Railways, 
said that the attitude of the South African 
Railways & Harbours Administration to- 
wards its employees had changed greatly 
since the old days when staff organisations 
had been looked at askance and employers 
were not interested in the welfare of their 
employees out of office hours. The Adminis- 
tration now took the staff into its confidence 
and met its representatives as partners. 
The Administration did its best to insure 
that after working hours the members of 
the staff went to happy and contended 
homes. To this change of policy he attri- 
buted the fact that for the first time during 
any war there had not been serious staff 
disturbances. 

The staff enjoyed a considerable measure 
of social security ; so much, in fact, that a 
number of employees had told him that they 
did not wish to pay any Government Social 
Security Tax, because they felt that they 
were already enjoying the benefits of social 
security. The staff comprised 82,000 
Europeans and 61,000 non-Europeans. 
The Europeans with their dependents, 
represented more than one-tenth of the 
Union’s total European population. The 
Administration was anxious to become a 
model employer. Last year it had under- 


taken the most far-reaching salary and wage 
reforms it had ever attempted, at a cost of 
nearly £4,000,000. Its policy was to pay 
a fair salary, or wage, based on the import- 
ance of the work performed. It was paying 
£1 for £1 into the pension funds, which now 
totalled £35,000,000 There was a sick 
benefit scheme, employing 600 doctors, 
including every kind of specialist. Em- 
ployees had special cheap travelling facili- 
ties. The Administration paid £587,000 a 
year in rent rebates to 16,370 of its staff. 
In its house ownership scheme it advanced 
the entire cost of a house at reasonable 
interest and already nearly 2,000 houses had 
been built under the scheme. 


UNITED STATES 


Signalling Developments 

\n order has been placed by the Chicago, 
Burlington & Quincy Railroad with the 
General Railway Signal Company for the 
installation of centralised traffic control 
over 131 miles of its single-track main line 
between Hastings and McCook, Nebraska ; 
this route is used by the high speed ‘‘ Den- 
ver Zephyr ”’ streamliner and other express 
passenger services. The control machine 
will be at McCook; it will have a total 
panel length of 148 in., and there will be 
100 lights for indicating track occupation, 
and 116 levers, controlling 36 switch ma- 
chines, 7 electric switch locks, and 118 
signals. 

The Chesapeake & Ohio Railway has 
placed an order with the Union Switch & 
Signal Company for the equipment of 125 
miles of single track between Ashland and 
Lexington, Kentucky, with automatic 
colour-light signalling. Installation will be 
by the railway’s own staff. 


Atlantic Coast Line Installation 

The Interstate Commerce Commission 
has approved an application by the Atlantic 
Coast Line Railroad for permission to 
instal continuous inductive electric train 
control on 234 miles of its principal Rich- 
mond- Jacksonville main line between Rocky 
Mount, North Carolina, and Florence, South 
Carolina, via Wilmington. This application 
has forestalled an order by the I.C.C., dated 
February 19 last, calling on the Atlantic 
Coast Line to show cause why it should not 
be required to instal ‘‘ an adequate block 
signal system ’’ on a considerable mileage 
of main and secondary routes, over the 
great majority of which operation is still 
by the old timetable and _ train-order 
method, without signals. The order arises 
out of several recent collisions on the lines 
of this company, and covers a total of 
2,100 miles of track. 


New Diesel Streamline Trains 

A change from steam operation with 
standard stock to diesel-electric power with 
lightweight streamline trains is being 
planned jointly by the Missouri Pacific 
Railroad and its subsidiary, the Texas & 
Pacific Railway. The trains concerned are 
the ‘‘Sunshine Specials,’”’ one of which 
runs between St. Louis and the cities of 
Dallas and Fort Worth, Texas (742 miles), 
and the other between St. Louis and 
Houston and San Antonio, Texas (924 
miles). Connecting streamline trains will 
run to and from Memphis, Tennessee ; 
El Dorado, Arkansas; Shreveport and 
Lake Charles, Louisiana; and Galveston, 
Texas. The service will require four 4,000- 
b.h.p. and three 2,000-b.h.p. diesel-electric 
locomotives and 70 new vehicles, including 
32 sleepers, 21 reclining-chair coaches, 
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7 dining cars or dinner-lounges, 2 sleeper- 
lounges, and 8 express, baggage, and mail 
vans; and will call for an outlay of about 
$9,000,000. Orders are being placed at 
once for locomotives and vehicles, for deli- 
very as soon as the War Production Board 
releases the necessary materials. 

The Central of Georgia Railway also has 
a new streamline train on order, to operate 
between Atlanta and Columbus, Georgia; 
this will be a 4-coach train of Budd-built 
stainless steel type, with reclining chair 
cars. A 2,000-b.h.p. diesel-electric 
motive already has been obtained. 


Oco- 


Aluminium Box Wagons 
Recently the Mount Vernon Car Manu- 
facturing Company, as part of larger orders 
for bogie box wagons, has completed three 
wagons in each of which the entire super- 
structure, including the framing, sides, 
ends, roof, and doors, is of aluminium alloy. 
One of the new wagons is going to the 
Chicago, Rock Island & Pacifio Railway, 
one to the Alton Railroad, and one to the 
Minneapolis & St. Louis Railway. 
New Steam Locomotives 
Ten steam locomotives of the 4-8-4 wheel 
arrangement have been ordered by the 
Chesapeake & Ohio Railway from the Lima 
Locomotive Works. 


SWITZERLAND 


Railway Financial Results, 1944 

The financial results for the first nine 
months of 1944 of certain railways in cen- 
tral Switzerland show, on the whole, sub- 
stantial improvements over those attained 
in the same period of 1943. These results, 
however, are mainly dependent on the 
war supplements on fares and rates in force 
since April 1, 1944. Further, it is stated 
that the working receipts of various railways 
and lake shipping concerns would have 
lagged behind the 1943 level because the 
1944 tourist traffic was affected by un- 
favourable weather. Materials also 
more 

The following figures give an outline of 
financial results for 1943 and 1944: 
Working receipts 

Swiss francs 
First nine months of 

1943 1944 

288,700 94 
386,200 3 


513,000 8} 


cost 


Increase 
per cent 
(approx.) 


Vitznau—Rigi Railway 
Arth— Rigi Railway ... 
Stansstad—Engelberg 
Railway a ae 
Brunnen—Morschach 
Axenstein Railway 
Treib—Seelisberg Rail- 


49,500 


48,700 it 
222,300 


way —_ 
Pilatus Railway 


223,000 


The decline in the Pilatus Railway receipts 
was due to a decrease in goods traffic. 

A comparison of the results attained in 
the first nine months of 1944 with the same 
period of 1938, the last full pre-war year, 
shows that a few railways have been able 
to off-set the loss of their foreign tourist 


traffic against an increase in their home 
tourist traffic, to which must be added the 
defence traffic. Thus, the working receipts 
which accrued in the first nine months of 
1938 amounted to 244,100 francs in the case 
of the Arth-Rigi Railway, to 371,200 francs 
in the case of the Stansstad-Engelberg Rail- 
way and to 135,800 francs in the case of the 
Pilatus Railway. Other concerns, however, 
have not been able to improve on their 
unsatisfactory pre-war results. If a com- 
parison be made with the working receipts 
for the same periods in 192% and 1929, it 
will be found that the receipts of the 
Vitznau-Rigi Railway are down to under 
60 per cent., those of the Brunnen- 
Morschach—Axenstein Railway and of the 
Treib-Seelisberg Railway are less than 45 
per cent. and those of the Pilatus Railway 
are 26 per cent. below those attained in 
1928-1929. 




















May 11, 1945 


Greater use of C.T.C.—More colour-light signals, but semaphores 
still find favour—Wireless between 


IGNAL engineering in the U.S.A. con 
tinues to exhibit a strong tendency 
towards the greater use of centralised 
traffic control equipment in place _ of 
purely automatic signalling added to the 
rdinary dispatching system. Extensive 
installations of such signalling continue to 
be made, however, with the adoption of 
remote control and relay systems of inter- 
cing. The technical details of these 
iwrangements are highly interesting and 
credit is due to the railway administra 
ns which have applied the most modern 
devices to their lines, and to the signal 
lustry, which has brought its appliances 
to a high state of development and has 
en advantage of opportunities favour- 
to the use of electrical signalling. 
The war has not been without its effect 
on the signalling position. Material and 
labour difficulties have occurred and a 
certain degree of control, with use of 
priorities, has had to be applied. In cer- 
tain instances altered traffic requirements, 
1used by the demands of factories and 
ps, made it imperative to instal a 
iderable quantity of signalling equip 
it, without which the capacity of the 
routes concerned would have been greatly 
restricted and train movements liable to 
much delay. During ‘1944, however, the 
American and Canadian railways installed 
rather less new signalling than in the 
previous year (when all types of appa- 
ratus are considered) although the amount 
f centralised traffic control undertaken 
vas greater, covering 1,265 route miles. 
The longest installation was on the Nash 
Chattanooga & St. Louis Railway 
between Nashville, Tennessee, and Steven 
Alabama, a distance of 115 miles, 
ile two installations. each over 100 
les long, were made on the Atchison, 
Topeka & Santa Fe Railway. A total of 
596 pairs of power points and 2,141 
signals were included in the 37 installa- 
tions completed during the year, con 
rolled by 1,374 handles. In some cases, 
s for example on the Denver & Rio 
Grande Western Railroad, a compara 
ely short equipped section formed the 
completion of centralised control over a 
nsiderable route, 284 miles in this in- 
tance. Proposals are being considered to 
ntinue the length of C.T.C., extending 
112 miles eastward from Denver, 
Colorado, on the Chicago, Burlington & 
Quincy Railroad, to meet the control now 
existing between .Lincoln, Nebraska, and 
Hastings. This will result in the entire 
483 miles of single line between Denver 




















ind Lincoln being operated on_ this 
system. The Burlington Company, which 
irly recognised the great benefit to be 
btained from using automatic signalling 
n its Chicago—Denver railway, is 


vn to have derived considerable ad 

vantages in traffic working from its 

Denver—Akron C.T.C. equipment. which 

enabled the dispatcher to regulate the 

running and crossing of the ‘* Zephyr ”’ 
with the other services. 





Circuit Interlocking Extended 
With regard to ordinary interlocking 
only 19 new plants were installed 
mploying mechanical locking; none was 
f any importance but 31 were rebuilt, 
f which the majority were electric, some 
electro-pneumatic, and a few mechanical. 
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Trend of American Signalling in 1944 


train crews and dispatchers 


growth of circuit, or relay, interlock- 


rican practice of recent years, is indi- 


Boston & Maine 
at Manchester, New Haven, controlling 53 
signals and 34 point 


war has led to the abandonment of many 
new projects and work under this heading 
has been kept to 
of ordinary automatic 
were completed, 


The longest installation was on the Cana- 
Railway, 84 miles, 


*n length and another of 63 miles. 
In many cases only a very short distance 
was involved, to meet some special local 
requirements or 


the work was done with light signals, but 
semaphores still find favour, especially on 
lines abounding in sharp curves. 
growing demands for high-speed services, 
combined with the increasingly exacting 
requirements of the Interstate Commerce 
for some time resulted 
re-spacing and 
automatically signalled sections. 
extensive installations, laid down 35 years 


both as regards the appa- 
ratus and the operation of the controls. 


which involved the ‘‘ Dixie Flyer,’’ 
on September 14, 1944, 
Indiana, on the Chicago 


signals should cover any instance where 


tions are given in error; this is, in fact, 


however, that in some cases defects in the 


controls can result in opposing trains re- 
other’s presence. This means that a stop 
sighted too late to be effective. 
The Commission’s latest regulations have 


trouble and have led to the overhaul of a 


the old signals were replaced 
all of the colour-light 
merely involved 
replacing the signals, 
remaining equipment was changed; coded 
track circuits were adopted in some cases, 


continue to be applied, as they eliminate 
ated under the ordinary dispatcher rules. 


Level Crossings 
The rationing of petrol and consequent 
reduction in civilian motor car traffic has 
» authorities to restrict work for the 
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considerable. There is a tendency to 
instal lifting barriers on crossings over 
multiple-track routes, and even at those 
over single lines where high-speed trains 
are run. It is well known that there are 
in America large numbers of motor drivers 
who constantly treat warning signs or 
lights with contempt and endeavour to 
drive over just in front of a train. Very 
serious results can follow for the railway 
traveller should this foolhardy behaviour 
lead to a collision, as it has often done, 
and nothing short of some means of 
closing the railway against other traffic 
can be really effective. Even then, there 
are cases of vehicles being driven into the 
barriers, sometimes in broad daylight, 
and the problem, which is part of the 
general one of education in road sense, 
appears as far from being solved in 
America as elsewhere. Of the 268 cross- 
ings dealt with in 1944, 10 were covered 
by private funds, 128 by railway funds, 
87 by public funds and 43 jointly. A 
large amount of new work on crossings 
is to be undertaken when hostilities cease. 


Wireless Communication 

During the last few years renewed 
attention has been ‘given to providing 
means of communication between guard 
and driver, particularly on long freight 
trains where it offers very real advan- 
tages under American operating condi- 
tions. Such communication is also desir- 
able between trains and _ dispatchers’ 
offices, and between trains themselves: 
during the last year or so especially, 
many arrangements have been tried and 
some put into regular service. There are 
considerable technical differences between 
them, but all may be broadly classed 
under the term wireless or radio, although 
often they are not quite covered by that 
term. The question of wave bands is 
still under discussion with the authori- 
ties, although a provisional allocation has 
been made. The U.S. Army Transporta- 
tion Corps has made use of improvised 


equipment for communication between 
guard and driver on trains in France. 


At present, what is known as the induc- 


tive system, which is substantially limited 


to the railway right of way, is receiving 


quite extensive application. Two main- 


line, 4-track, divisions of the Pennsyl- 


vania Railroad, between Harrisburg and 


Pittsburg, are to be equipped, covering 


245 route miles, with 275 locomotives, 90 
guards’ vans, and 6 wayside stations, 
affording a practical demonstration on a 
large scale. Another interesting project 
is that being planned to cover 560 route 
miles of the Kansas City Southern Rail- 
way, between Kansas City and Shreve- 
port, Louisiana. This line is_ single 
throughout, with the dispatching effected 
by Morse telegraph, and carries a heavy 
traffic from the lines converging north- 
wards from New Orleans and _ Port 
Arthur. Twenty wayside stations will be 
equipped. The Atlantic Coast Line Rail- 
road has also decided on the equipment 
of 234 route miles, including an impor- 
tant freight yard, to determine to what 
extent the efficiency of working can be 
increased by these new methods. 
Another development that is attracting 
much attention is the use of wireless to 
contact shunting locomotives working in 
industrial districts or groups of sidings 
connected with warehouses and works in 
and near great centres such as Chicago. 
The freight traffic superintendent is able 
to give direct instructions to these loco- 
motives and order movement as required 
to new locations, with a great saving of 
time. 
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Locomotive Coaling 


Elevated roads to improved coal 


ECAUSE of war conditions the number 
of locomotives to be serviced at 
certain depots has increased considerably 
and it has become necessary to enlarge 
existing accommodation. An important 
feature in these depots is the stage pro- 
vided to facilitate the coaling of loco- 
motives. Coal wagons are pushed up an 


stages at G.W.R. engine depots 


incline on to a high-level track passing 
through the coal stage building and 
extending a few wagon-lengths beyond. 
The coal is loaded into tubs from the 
wagons in which it arrives. The tubs are 
discharged into the locomotive tender 
which stands on an adjacent track below 
the stage. The type of construction 


> 


- 
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required can be decided only after proper 
consideration has been given to condi- 
tions on the site, such as available space 
and the load-carrying capacity of exist- 
ing ground. 

In the first, of three recent schemes an 
existing single-sided coal stage was con- 
verted for double-sided use. It became 
necessary also to raise the stage because 
of the increased height of locomotive 
tenders. The raising of the banks leading 
up to the stage could not be done by 
tipping additional filling because the 





Fig 1—TheXdesign for a coal stage employing pre-cast concrete units with ash filling. 
Steel tie-rods with concrete casings are used to prevent spreading 











Fig. 2—Showing the construction of crib walling comprising anchors and face members with 
dove-tail projections 
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space on each side was not 
The construction of retaining 
walls on each side was not altogether 
satisfactory as the bearing capacity of 
the existing ground was low and exten- 
sive foundation work would have been 
necessary to avoid risk of the walls 
settling. Finally the design shown in the 
xcompanying illustration, Fig. 1, was 
evolved. This specified a long box-like 
structure of pre-cast concrete units laid 
on top of the existing bank and filled with 
ashes to raise the tracks to the required 


necessary 


availa ble. 


leve Pre-cast slabs, laid on edge along 
each side of the track, are held in posi- 
tion by pre-cast piers at 7-ft. 6-in. 


ntervals. Opposite piers are tied to- 
gether by tie-rods under the track. The 
riginal intention had to be modified 
slightly owing to wartime difficulty in 
obtaining timber for the moulds of the 
concrete pier-blocks and brick piers were 
substituted. 

[The pre-cast concrete 
the ashes are 15 ft. long by 12 in. by 
44 in. and are reinforced with British 
‘inforced Concrete No. 2 fabric. The 
ie-rods are arranged in pairs; one set is 
9 in. from the top of the pier and the 
ther pair 3 ft. lower. The rods are } in. 
jiameter and are embedded in concrete 
1s a protection from corrosion. The foot- 
vays consist of two rows of pre-cast con- 
te slabs 15 ft. long by 12 in. by 3 in. 
reinforced by B.R.C. No. 6 fabric and 
supported by the piers and the pre-cast 
untilever units built into the top of the 
jiers. These units also serve as fixings 
for the handrail posts. The resident engi- 
neer in charge of this work was Mr. E. T. 
Davies, M.C., M.Inst.C.E. 

A second scheme involved the construc- 
tion of a new double-sided coal stage. 
Restriction of space precluded tipping to 
form an embankment and pre-cast rein- 
forced concrete €rib-wall units were used 
is shown in Fig. 2. The flexibility of a 
rib wall, of course, adjusts itself to a 


slabs retaining 











ertain amount of ground settlement on 
the site. The ash filling behind the crib 


valling followed the construction of the 
valls. Labour shortage was overcome by 
the employment of a No. 16 Ruston- 


PLASTICS IN ENGINEERING.—In a paper 
n plastics in engineering read by Dr. V. E. 
Yarsley, D.Sc., M.Sc., F.R.I.C., before the 
Society of Engineers at Burlington House 
n May 7, the author dealt first with a 
msideration of plastic materials commerci- 
ily available, and a brief description of 
some of the methods operated for their 
application. He counteracted some of 
the erroneous ideas about these materials 
f construction which have grown up in 
recent years, mainly on account of over- 
zealous propaganda and the secrecy which 
has been enforced during wartime. These 
new materials were not likely to sweep 
away conventional materials of constfruc- 
tion, but wisely applied, they could aid the 
ngineer to overcome many long-standing 
lificulties. Plastics were relatively expen- 
sive materials, so that they could be applied 
gically and economically only in “ key ”’ 
toles By comparison with established 
ndustries, the plastics industries through- 
ut the world were relatively small, and it 
vas doubtful if world production at the 
present time of legitimate plastics exceeded 
ne million tons a year. 

Dr. Yarsley dealt with some of the more 
recent applications of plastics in various 
elds of engineering, and in particular the 
we of plastic adhesives and cements. 
‘rom relatively small beginnings this 
branch of the industry had grown rapidly 
luring the past two years. It had been 
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Fig. 3—A coal stage built on concrete piles with cast in-situ caps 


and pre-cast beams. 


Footways 


are provided by light-section 


concrete slabs 


Bucyrus navvy adapted to unload ash 
filling, by grab, from rail wagons into 
dumpers. The units forming the crib 
walls were also handled by a mechanical 
navvy adapted for the purpose. It will 
be noted from Fig. 2 that only three units 
were used in the construction of the wall, 
namely, an anchor member, a face mem- 
ber, interlocked by a dove-tail projec- 
tion, and a half-face member (not shown) 
to break the joint. The wall foundations 
were prepared to a 1 to 6 batter on the 
horizontal to give the finished wall the 
same batter on the vertical face. The 
resident engineer in charge of this work 
was Mr. C. R. A. Shackle. 

In the third scheme the work involved 
the demolition of an old coal stage and 
the building of a new structure. In the 
design illustrated in Fig. 3 concrete piles 
were specified to carry the loads of the 
coal stage building. Access to the 120 ft. 
portion of the elevated road beyond the 
building was restricted until the structure 
had been built and the inclined track 


proved that for certain purposes, plastic 
bonded metal to metal joints were superior 
to riveted or welded joints, and already the 
uses of these materials in bonding extruded 
aluminium rod in the production of window 
and cycle frames had passed beyond the 
experimental stage. 


SURPLUS MACHINE TOOLS IN N. IRELAND. 
—lIt has been decided to maintain in Bel- 
fast a complete record of all surplus 
Government machines in Northern Ireland. 

Full information regarding the operation 
of the disposal scheme can be obtained 
from the Machine Tool Control Regional 
Office, Law Court Buildings, Chichester 
Street, Belfast 


MACHINE TOOL SURPLUS IN THE UNITED 
STATES.—A statement on the policy of the 
machine tool industry in the United States 
was made recently by Mr. William Kirk of 
the Niles-Bement-Pond Company of West 
Hartford, Connecticut. Mr. Kirk informed 
the Senate War Surplus Committee that 
by the end of 1945, the United States would 
have 1,752,000 machine tools. At the 
beginning of 1940, some 942,000 of these 
machine tools were available and 800,000 
had been’ constructed’ since. Nearly 
700,000 machine tools were over fifteen 
years old and ranked as surplus. With 
regard to disposal it was held that sales 
could be made through the original builder, 
who would rebuild units for peacetime use 





raised to the new level. Limitation of 
space precluded the tipping of an embank- 
ment. Accordingly piles were driven also 
for the extension of thé elevated track 
and extended as columns above ground 
level. Caps were cast on the pile heads, 
which in turn supported pre-cast rein- 
forced concrete beams, laid side by side, 
spanning the caps. Light-section pre-cast 
slabs were fixed on each side of the track 
for footways. Stone ballast was spread 
on top of the concrete beams and the 
track was laid on top. The average 
length of the piles was 19 ft. and they 
were driven at a rate of about eight piles 
per day. Occupation of the adjoining 
tracks for the erection of the fifty-eight 
pre-cast concrete beams had to be reduced 
to a minimum and the original estimated 
time of twelve hours for this was, in fact, 
reduced to ten hours. The beams were 
conveyed to the work from the site where 
they had been cast on wagons. The 
resident engineer in charge of this work 
was Mr. W. J. Mackintosh, A.M.Inst.C.E. 


and re-sell under guarantee. Mr. Kirk said 
that exports of machine tools from 1926- 
1936 did not exceed $146 millions in value, 
of which $30 millions were taken by Great 
Britain and $38 millions by Soviet Russia. 
The export figure now envisaged was 
$1,742 millions, based on the assumption 
that half-built war machines would be 
useless. 


GRAND UNION CANAL COMPANY.—Speak- 
ing at the annual general meeting of the 
Grand Union Canal Company, Mr. John 
Miller, the Chairman, said the Chairman of 
the railway companies in their recent annual 
statements pointed out that increases of 
upwards of 50 per cent. on pre-war rates 
would be necessary to maintain railway 
revenues at proper levels after the termina- 
tion of control. The tolls and charges of the 
Grand Union Canal Company, which before 
the war were at levels that were barely 
economic and in some cases were unecono- 
mic, had since the war been increased by 
an overall average of only 334 per cent. 
and figures available sufficiently demon- 
strated the inadequacy of the increase. 
Lighterage companies, which were uncon- 
trolled, had been permitted to increase their 
rates by upwards of 60 per cent. above pre- 
war, and if they carried traffic on canals 
they received in addition a subsidy of 50 per 
cent. of the tolls paid by them to the canal 
undertakers. 
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Rail-borne Mobile Power Stations for Russia 


Coal and oil-fired units built by the Metropolitan- Vickers 


Electrical Co. 


Ltd. 


Truck of 2,500-kW. unit, showing low-tension auxiliary 
switchboard, generator kiosk, and auxiliary transformer 


THE Metropolitan-Vickers Electrical Co. 
Ltd., at the request of the Ministry 
of Supply, is supplying mobile units of 
1,000 kW. to burn low-grade coal or oil 
fuel, of 2,500 kW. arranged for coal-firing, 
and of 5,000 kW. to be oil-fired. 

When there was a possibility of con- 
siderable damage to this country’s power 
installations by enemy action, considera- 
tion was given to the design of temporary 
transportable power sets for emergency 
operation of the more essential services. 
Designs were prepared for power units of 
this type mounted on road vehicles and 
on barges. Although this equipment was 
not required for use in Great Britain, the 
devastation over large areas of the 
U.S.S.R. resulted in urgent need for 
power to be available immediately for 
assisting reconstruction in the territories 
as they became liberated. For these terri- 
tories the power houses had to be mounted 
on railway rolling stock, and so the 
designs were altered to meet that require- 
ment. 

To cater for the varied conditions, 
both of fuel available and capacity 
required, it was decided to standardise on 
the four classes of units referred to 
above. A factor of some _ conse- 
quence that components already 
developed would have to be incorporated, 
as time and other circumstances would 
not permit the development of new 
designs. These units were designed to 
conform with the track gauge and the 
generous loading gauge of the Russian 


was 


railway systems. It was stipulated that 
these units should be completely self-con- 
tained, and require only supplies of fuel 
and water on site. 

The train consists generally of a boiler 
wagon, a power wagon and a standard 
wagon to carry loose items and spares, 
but in some cases an additional wagon 
has been coupled to carry a number of 
the auxiliaries. 

Although these units of necessity have 
been designed with dimensional limita- 
tions, they operate with an efficiency com- 
parable with that of permanent land sta- 
tions of like capacity. In the case of 
coal-fired units, moreover, fuels of low 
calorific value were allowed for. As a 
protection against weather, each wagon is 
covered by a stout canvas shrouding 
mounted on tubular supports. 

The 5,000-kW. station in its three- 
wagon arrangement has an overall length 
of 143 ft. 54 in., excluding the standard 
wagon of loose items. The 2,500-kW. set 
requires two boiler-wagons and _ is 
203 ft. 104 in. long. Axle loading has 
been restricted to 18 tons. 

The 1,000-kW. coal-fired boiler manu- 
factured by John Thompson Limited, 
Wolverhampton, is of the mobile, ‘ water- 
tube type. It consists of boiler tubes, 
steam and mud drums, water-cooled com- 
bustion chamber, side and roof walls, to- 
gether with integral economiser. The 
stoker is of motor-driven chain-grate type, 
and has a door at the rear for the removal 
of ashes. Coal is raised to the stoker 
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hopper by a motor-driven belt conveyor. 
This boiler has a maximum continuous 
rating of 16,750 lb. of steam an_ hour, 
generating steam at 382 Ib. per sq. in. at 
superheater outlet, and a temperature of 
690 deg. F.; the rating is based on a 
low-grade fuel of 7,840 b.t.u. per Ib. 
calorific value. 

The 1,000-kW. oil-fired unit is supplied 
from a La Mont type water-tube boiler 
and is manufactured under licence by Ivor 
Power Co. Ltd. It is built in two sec. 
tions; the first is the combustion-chamber 
cooling tubes and the second the boiler- 
convection elements, arranged in two 
banks to provide space for the superheater, 
In normal circumstances water circulation 
is obtained by a steam-driven turbine 
pump taking water from the underside of 
the steam-and-water drum, and discharg- 
ing to the boiler-distribution headers. The 
boiler has a m.c.r. capacity of 17,500 lb. 
of steam an hour, generating steam at 390 
lb. per sq. in. and 690 deg. F.,. with oil 
fuel of 17,650 b.t.u. per Ib. calorific 
value. 

The boiler for the 5,000-kW. equipment 
is of the Foster-Wheeler design manufac- 
tured under licence by Ivor Power Co. 
Ltd. It comprises a steam drum, a water 
drum and a water-wall header, arranged 
to promote natural water circulating, 
together with a superheater arranged for 
two-pass flow. A single-effect evaporator 
is included for supplying the boiler-feed 
make-up and is fed with the exhaust from 
the steam turbine driving the forced- 
draught fan, supplemented by live steam 
at reduced pressure. The boiler has a 
m.c.r. capacity of 65,000 Ib. of steam an 
hour, generating steam at 392 lb. per sq. 
in. and 700 deg. F., with oil fuel of 
17,500 b.t.u. per lb. calorific value. 

The turbine is self-contained, and the 
condenser is made integral with the tur- 
bine exhaust to economfe in weight and 
headroom. The condenser is of the single- 
shell surface type with an effective cooling 
area of 806, 1,470 and 2,540 sq. ft. 
respectively for the 1,000-, 2,500- and 
5,000-kW. sizes of unit. The alternator 
generates current at 6,300 volts, 3-phase, 
50 cycles, 0-8 power factor, 1,500 r.p.m. 
The generated supply voltage—6,300 
volts—is not suitable for operating the 
auxiliary motors and an _ oil-immersed, 
naturally-cooled, outdoor type trans- 
former is provided to transform down to 
380 volts. 

The high-tension switchgear is self- 
contained in a weatherproof kiosk of con- 
ventional type; the main-generating panel 
and two or more feeder panels are accom- 
modated in its separate chamber. The 
protection elements include overcurrent 
and restricted earth fault relays with recti- 
fier detail and a Metrosil surge diverter. 
The control gear comprises the control 
board and the boiler-auxiliary panel. The 
control board consists of two oil circuit- 
breakers for the auxiliaries, together with 
one’ or more breakers on low-tension 
feeders for operating local services at 
users’ request. These breakers are com- 
bined with distribution gear in which the 
total number of oil breakers is five. 

Lubrication has received particular 
attention and a complete system has been 
evolved. Forced lubrication is provided 
where advisable and a heater is included 
in the lubricating-oil tank as a precaution 
against freezing. 

The layout is designed to have a clear 
gangway along the side of the train for 
the attendants to pass from one section to 
another. 

A number of sets of the types desc ribed 
above are in service and others are if 
transit or in course of assembly. 

(See also illustrations on opposite page) 
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V 2 Rocket Bomb Damage on the Southern Railway 


Southern Railway bridge at Southwark Park Road, on the approach to London Bridge Station 

from New Cross, after its part destruction by a V2 rocket bomb in November last. The part 

of the bridge affected carried three running lines; these were again open to traffic on the ninth 
day after the incident (See also page 477) 


Aerial View of Cologne after Bombardment 


A grim picture of desolation in Cologne, fourth city of Germany. Half submerged in the river are the famous 
Rhine bridges (from left to right), the Hohenzollern, the Hangbrucke (or Hindenburg suspension road bridge), 
and the Sudbrucke. The Hauptbahnhof, Cologne’s central railway station, is seen to the left of the Cathedral 
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The Hon. Geofirey C. 























Mr. H. Bullough, Assistant (Re- 
search), Chief Commercial Manager’s 
Office, Watford, H.Q., to be Assis- 
tant District Goods Manager, Leeds, 
in place of Mr. M. H. Sifton, pro- 
moted. 

Mr. M. H. Sifton, Assistant Dis- 
trict Goods Manager, Leeds, suc- 
ceeding Mr. H. Bullough, as Assis- 
tant (Research), Chief Commercial 
Manager’s Office, Watford, H.Q. 

Mr. A. D. Cochran, Assistant 
Superintendent, Wyre Dock, to be 
Assistant District Operating Mana- 
ger, Stoke. 

Mr. W. T. G. Yabsley, Clerk 
Ports & Docks), Station Working 
Section, Chief Operating Manager’s 
Office, Watford, H.Q., succeeding 
Mr. A. D. Cochran, as Assistant 
Superintendent, Wyre Dock. 

Mr. T. P. Joyce, Deputy Parcels 
Agent, Manchester, to be Passenger 
Agent, Manchester (Victoria, Ex- 
hange, Salford, Ordsall Lane & 
Town Office), in place of Mr. J. 
Day, retiring. 

Mr. W. Woodcock, Stationmaster, 
Fleetwood (also in charge of Wyre 
Dock & Burn Naze), to be Passen- 
ger Agent, Southport, in place of 
Mr. C. Hinchliffe, promoted. 








































Mr. L. A. Pearman, Chief Clerk, 
Goods Department, St. Pancras, 
to be Goods Agent, Bow & Old 


Ford, in place of Mr. F. H. Middle- 
ton, retired. 

Mr. J. Hanmer, Chief Clerk, Goods 
Department, Stockport, to be Goods 
Agent, Tipton, in place of Mr. G. 
Jackson, transferred. 

Mr. H. W. Talbot, Chief Clerk, 
Shropshire Union Canal, Chester, 
to be Canal Agent, Shropshire 











Mr. A. 
Goods Accounts, to be Agent, West 


Mr. 


Goods 


rw. 
Agent, 


Markham, 
Melton Mowbray 







be Stationmaster & Goods 
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Mr. G. D. S. Alley, promoted. 
Mr. M. J. Wardle, Resident 














Camp Hill. 


Gibbs has been 


Bank 
He isa 
Eastern 


inaging 
imited, 


of the 


elected a Director of Barclays 
Dominion, Colonial & Overseas). 
Director of the London & North 
Railway Company. 
Mr. E. C. Holroyde, Joint Mz 
Director of Crompton Parkinson L 
has been appointed Chairman 
British Electrical & Allied Manufacturers’ 
Association. 
L.M.S.R. APPOINTMENTS 


Union 


Canal, in place of Mr. A. Thompson, retired. 
Groom, Chief Collector, London 


Smith- 


field, in place of Mr. J. G. Slough, retiring. 
Stationmaster 
(also 
tharge of L.M.S.R.-L.N.E.R. Station), to 


& 
in 


Whit- 


F. Starbuck, pro- 


Assistant to 
place of 


Mr. W. F. Beatty, Assistant to District 
Engineer, Blackburn, to be 
District Engineer, Watford, in 


: Engineer, 
Hawes, to be Assistant to District Engineer, 


leeds, in place of Mr. J. K. Sidebottom, 
retiring. 

Mr. G. E. Procter, Acting Resident 
Engineer, Camp Hill, to be Resident 


Engineer, Manchester, in place of Mr. H. R. 


Disley, retiring. 
Mr. C. L. Parkinson, Draughtsman, Chief 


Engineer’s Office, Watford, to succeed Mr. 
‘x, E. Procter, as Acting Resident Engineer, 
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RAILWAY NEWS SECTION 


Mr. Charles Matthew Cock, M.I.E.E., 
who, as recorded in our last week’s issue, 
has been appointed Chief Electrical Engi- 
neer, Southern Railway, was born in 
Melbourne, and received his engineering 
training at the Newport Locomotive, 
Carriage & Wagon Workshops of the 
Victorian Government Railways. After 
the outbreak of war in 1914 he served as 
a midshipman with the combined naval 
and military expedition which in Septem- 
ber of that year landed in German New 





Mr. C. M. Cock 


Appointed Chief Electrical Engineer, Southern Railway 


Guinea, and subsequently served afloat in 
the Pacific and in the North Sea. He 
became Engineer Lieutenant, Royal Navy, 
in January, 1919, and left the service 
towards the end of that year, when he 
joined the staff of Messrs. Merz & McLellan, 
Consulting Engineers. While with that 
firm, Mr. Cock worked as Personal Assistant 
to the late Mr. E. P. Grove, its Chief Resi- 
dent Engineer on the electrification of the 
Melbourne suburban lines of the Victorian 
Government Railways and the construction 


of Newport ‘““B’”’ Power Station for the 
Victorian Electricity Commission. On 
completion of those works in 1924 Mr. 
Cock proceeded to India as one of the 
supervising engineers of Messrs. Merz & 
McLellan on the electrification of the 
G.I.P.R. suburban lines, the B.B.C.I.R. 


suburban lines, and the main lines of the 
G.I.P.R. to Poona and Igatpuri. In 1929, 
when the electrification was completed, 
Mr. Cock joined the G.I.P.R., and held 
appointments as Distribution Engineer and 
Rolling Stock Engineer before being ap- 
pointed Traction Superintendent and subse- 
quently Divisional Superintendent for the 





area including Bombay. He held the last- 
named post in January of this year, when 
appointed to the Southern Railway. In 
addition to his railway duties, in 1940 
Mr. Cock organised the Bombay Harbour 
Motor Boat Patrol, manned principally 
by local yachtsmen, and was in command 
until his fuli-time services were loaned to 
the Royal Indian Navy ; but while he was 
serving afloat Lt.-Commander, 
R.I.N.V.R., it became necessary, on ac- 
count of the increasing pressure on Indian 
railways, to recall him to railway 
duties early in 1942. Mr. Cock is 
an Associate Member of the In- 
stitution of Engineers (Australia). 


as 


Among the Sheriffs appointed for 
1945 are Lt.-Colonel Sir Albert 
Stern (Kent), a Director of the Mid- 
land Bank Limited; the Hon. 
R. H. V. Smith (Oxfordshire), a 
Director of Vickers Limited; Lt.- 
Colonel G. P. Pollitt (Shropshire), 
a Director of Imperial Chemical 
Industries Limited; and Lt.-Colonel 
E. G. Thin (Worcestershire), a 
Director of the Isle of Man Steam 
Packet Co. Ltd. 


At the recent annual meeting of 
the Southampton Harbour Board, 
Mr. H. A. Short was re-appointed 
Chairman for 1945-46, and Alder- 
man T. Lewis was re-appointed 
Deputy-Chairman. Mr. Short is 
Docks & Marine Manager, Southern 
Railway, and Chairman of the 
Southampton Port Emergency 
Committee. 

SOUTHERN RAILWAY 
APPOINTMENT 

The Southern’ Railway has 
appointed Mr. H. G. Snell as Assist- 
ant for Train Services, in succession 
to Mr. S. A. Fitch. 





Senhor A. de A. Vasconcellos 
Corréa, President of the Council of 
Management of the Portuguese Rail- 
ways Company, recently completed 
50 years of service with the under- 
taking. At a congratulatory cere- 
mony the Minister of Public Works 
decorated him, on behalf of the 
Government, with the Grand Cross 
of the Order of Industry. 


Mr. Arthur Foster has been elected Chair- 
man, and Mr. Hermann Rawlinson, a 
Director, of the Rochdale Canal Company. 


L.N.E.R. APPOINTMENT 
The L.N.E.R. announces that Mr. 
F. W. Osborne, Chief Clerk, Bishopsgate, 
has been appointed Acting Goods Agent at 
Bishopsgate. 


We regret to record the death on May 2 
of Mr. Herbert Mends Gibson, O.B.E., 
who was General Manager, Manchester 
Ship Canal Company, from 1934 to 1936. 


Sir Douglas Hacking has been appointed 
a Director of the National Omnibus & 
Transport Co. Ltd. He is a Director of 
Thomas Tilling Limited, and of the Bristol 
Tramways & Carriage Co. Ltd. 


Clowes 


Mr. Stanley (General Works 
Manager), Mr. W. Lord (Commercial 
Manager), and Mr. W. D. Moore (Chief 
Accountant) have been elected Directors 


of Craven Bros. (Manchester) Ltd. 
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Mr. W. Howard-Williams, C.B.E., who, 
as recorded in our April 27 issue, has 
resigned the Chairmanship of the Central 
Argentine Railway Limited, of which he 
remains a Director, was born in 1879. He 
began his railway career as a cadet on the 
London & North Western Railway in 1897. 
He served his training in the Traffic and 


Goods Departments, and, after varied 
experience in several districts, was ap- 
pointed in 1906 Assistant District Goods 


Manager, South Staffordshire. Four years 
later he was appointed to a similar position 
in the Liverpool District. In 1912 he was 
transferred to Euston as Head of the Con- 


ciliation Department, and later on became 
Mineral Traffic Manager. During the last 
war Mr. Howard-Williams acted as Deputy 
and afterwards Director of Inland Trans- 
port of the Ministry of Munitions ; he was 
transferred in 1918 to the Board of Trade 


to assist the Coal Controller during the 
coal crisis, and in the same vear he was 
appointed Assistant General Manager of 


the L.N.W.R He also attended the Inter- 
national Labour Conference at Washington 
in an advisory capacity to the Employers’ 
Delegate In 1920 Mr. Howard-Williams 
went to South America as General Manager 
of the Central Argentine Railway, from 
which position he retired in 1926, when he 
joined the board of the company in Lon- 
don. In May, 1934, he was elected Deputy- 
Chairman, and, towards the end of the same 
year, Chairman. Mr. Howard-Williams is a 
Director, among other companies, of the 
Buenos Ayres & Pacific Railway Co. Ltd. ; 
United Railways of the Havana & Regla 
Warehouses Limited; Metropolitan-Cam- 
mell Carriage & Wagon Co. Ltd.; Anglo- 
Ecuadorian Oilfields Limited; and Lobitos 
Oldfields Limited. (See also editorial note). 


Mr. W. Howard- Williams 


Chairman, Central Argentine Railway Limited, 
1934-45, who remains a Dire 
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PRESENTATION TO Mr. W. J. ENGLAND 

At a meeting of the Railway Clearing 
House Operating Superintendents’ Confer- 
ence on May 2 a presentation was made to 


Mr. W. J. England to mark his recent 
retirement from the position of Super- 


intendent of Operation, Southern Railway. 
Mr. Gilbert Matthews, Superintendent of 
the Line, Great Western Railway, who pre- 
sided, paid tribute to the valued co-opera- 
tion of Mr. England and expressed his 
appreciation of the help he had received 
from him during many years. Other 
members of the conference also expressed 
their esteem and respect for Mr. England. 
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The Rt. Hon. Lord Forres, who, as 


recorded in our April 27 issue, has been 
appointed to succeed Mr. Howard-W i!liams 
as Chairman of the Central Argentin: Rail- 
way Limited, joined the board of th om- 
pany in 1931. Lord Forres was bern on 
March 20, 1888, and was educated at Eton 


and Cambridge. He served in the 1|'/14-18 


war in France and Egypt. He has many 
interests in South America, and is a L):rector 
of the Buenos Ayres & Pacific Railw.y Co 
Ltd. and Buenos Ayres Western Railway 
Limited ; Vice-Chairman of Balfour Wij- 
liamson & Co. Ltd.; and a Director of 
Lobitos Oilfields Limited and iglo- 





Lord Forres 


Appointed Chairman, Central Argentine 


Railway Limited 


















Circumstances prevented a number of 
colleagues of Mr. England from _ being 
present, but reference was made to letters 
conveying their best wishes to him. Mr. 
Gilbert Matthews then handed to Mr. 
England a cheque, which he was asked to 
accept as a token of the esteem in which he 
was held by his operating colleagues. Mr. 
England in a short reply expressed his 


thanks for the gift and for the tributes 
paid to him. 
Mr. H. W. Puttick, Chief Electrical 


Engineer, North Western Railway, India, 
is in this country, on leave preparatory to 
retirement 

INSTITUTION OF MECHANICAL ENGINEERS 

Among those recently transferred from 
associate membership to membership of 
the Institution of Mechanical Engineers 
is Mr. E. C,. Ottaway, Technical Officer, 
Department of the Chief Engineer (Buses 
& Coaches), London Passenger Transport 
Board. Associate members recently 
elected include Mr. J. S. Jepson, Messrs. 
Fox & Mayo. 





He has on 
his 
Lord 


Ecuadorian Oilfields Limited. 
many occasions visited Argentina ; 
latest visit was in 1943. In 1940 
Forres was appointed a Business Member of 
the Industrial & Export Council, Board of 
Trade; and in the same year he visited 
South America as a member of the Willing- 
don Mission. 

The Minister of Supply has agreed t 
release Mr. A. G. E. Briggs from the post 
of Deputy-Controller of Iron & Steel 
Supplies, as from April 30. His services 
will continue to be available in an advisory 
capacity. Mr. K. G. Lampson has been 
appointed Deputy-Controller. 





INDIAN RAILWAY STAFF CHANGES 
Mr. B. A. Berry has been appointed to 
officiate as Chief Engineer, M.S.M.R. 
Mr. B. C. Drummond has been appointed 
to officiate as Deputy Controller of Stores, 
N.W.R. 
Major S. J. Oakshott has been confirmed 
permanently as Marine Superintendent, 
B.N.R. 
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Railways and the V2 Attacks 

Some details may now be published of 
the recent German V 2 rocket attacks on 
Southern England. The first rocket fell 
on the evening of September 8, 1944, at 
Chiswick, and the last on March 27, 1945, 
at Orpington. The total number of rockets 
readhing this country during that period 
was 1,050. The total casualties were 
2,754 killed, and 6,523 seriously injured. 
London was the target of the rockets, as 
it was of the flying bombs. On their 


way to London, rockets caused consider- 
able damage by falling short, especially 


in Essex, Hertfordshire, and Kent. The 
rocket attack reached its height during 
one week in February when 71 fell on 
Southern England. Totals-of 50 or 60 
rockets a week were common throughout 
February and March, many of them on 
London and Essex, with some in Kent 
and Hertfordshire. : 

Although the V 2 attacks on this coun- 
try did not leave the railways unscathed, 
the results achieved by this weapon were 
small in comparison with the bombing of 
1940-41, and the V 1 flying bomb attacks 
of last year, partly because of the smaller 
number of V 2s compared with the inten- 
sive attack of V 1s, and also because V 2 
damage tended to be more localised in its 
intensity, without the widespread blast 
effects. 

In contrast with ithe flying bombs, 
which affected principally (though by no 
means exclusively) the Southern Railway, 
the L.N.E.R. was the principal railway 
sufferer with the V 2s, by reason of its 
geographical position, as the main place 
f° discharge appears to have _ been 
Holland The L.N.E.R. sustained con- 
siderable damage to its rolling stock, 
track, and other property from nearly one 
out of every seven V 2s that fell in 
Southern England; altogether 149 caused 


damage to the company’s property 
between September 16 and March 27. 
The first V2 to fall on the L.N.E.R. 


made a direct hit on the track at Palmers 
Green, damaging the station, signalling, 
and fencing, but traffic was resumed after 
an interruption of 24 hours. Other traffic 
delays were caused when V 2s fell at 
Wood Green and Angel Road (where in 
both cases ithe tracks again received 
direct hits), Muswell Hill, Stratford, and 
Ilford, but in no case was the delay more 
than 13} hours, owing to the rapidity 
with which L.N.E.R. engineers repaired 
the damage. The Stratford area suffered 
heavily, and there were many instances 
of damage to rolling stock, tracks, sta- 
tions, marshalling yards, signal boxes, 
workshops, and numerous other buildings. 
On the Southern Railway, one stretch 
of lime less than 2 miles in length was 


closed temporarily no fewer than five 
times because rockets fell close to the 
track. Another incident occurred between 


Surbiton and Esher Stations, in Novem- 
ber last, when 130 fit. of parapet wall of 
a viaduct were completely destroyed and 


the signal box was damaged. Although 
four main lines and two suburban lines 
were affected by this explosion, normal 


working was restored on the day after 
the mishap. Also in November last, 
Southwark Park Bridge, on the approach 
to London Bridge Station from New 
Cross, where a number of lines converge, 
was partly destroyed. The part of the 
bridge affected carried three running lines 
which were lifted clear of the bridge abut- 
ments, and collapsed into the roadway 
below, as shown in our illustration, page 
474. On the ninth day after the incident 
the three lines were again open to traffic. 
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Other V 2 incidents on the Southern Rail- 
Way occurred at St. Mary Cray, Green- 
wich, Maze Hill, Hither Green, and New 
Cross. 

There were eight direct hits on the 
L.M.S.R. and 338, which, falling near to 
the lines, caused damage to L.M.S.R. pro- 
perty. One of the worst incidents occurred 
at Tilbury, Riverside Station. The rocket 
demolished the carriage sidings on which 
it fell, damaged the passenger station, 
sidings and rolling stock, including 13 
wagons and 142 coaches. Four coaches 
of an ambulance train were badly smashed. 
The goods shed and offices were practically 
demolished and damage was caused to two 
ferry boats, the L.M.S.R. Marine building 
and the stationmaster’s house. The first 
recorded incident on the L.M.S.R. was in 
September at East Ham. 

Swiss Help for French Railways 

As a result of the negotiations concluded 
in Berne on March 8, between the British 
and Allied delegations on the one hand and 
the Swiss Government on the other, Swit- 
zerland is to loan to France 500 tank wagons, 
which will facilitate considerably the con- 
veyance of mineral oil products to be 
imported by France, both for civilian and 
military uses. According to Swiss press 
reports, this loan is being made as “‘ econo- 
mic collaboration ’’ with the French Govern- 
ment. The latter will put the wagons to 
whatever use it sees fit, even if this involves 
loaning them to the American armies. 

The Franco-Swiss railway agreement 
reached in Paris on March 24 provides for 
Switzerland to take over part of the repair 
work of French locomotives and rolling 
stock occasioned by war damage. This 
work will be begun without delay, and will 
be effected both in the repair shops of the 
Swiss Federal Railways and also by the 
Swiss railway industry. The first batch, 
consisting of three heavily-damaged ex- 
press locomotives and the remains of the 
bodies of 17 goods wagons on their respec- 
tive frames and wheels arrived in Switzer- 
land on April 6 via Les Verriéres. The loco- 
motives are at present being repaired in the 
works of the Schweizerische Lokomotiv- 
und Maschinenfabrik at Winterthur. The 
sides of the cabs and boilers are reported 
to be riddled with bullet holes. A striking 
feature common to all three is that the re- 


A V2 Train 
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treating Germans stripped them of all their 
brass and copper components. The goods 
wagons have been transferred to repair 
shops of the Swiss Federal Railways. 

U.S.A. Army Rolling Stoc« for 

Europe 

Train-carrying freighters and specially- 
converted L.S.Ts. have ferried more than 
21,000 locomotives and goods wagons to 
the Continent since ‘‘ D’’-Day, accord- 
ing to a recent announcement from the 
Headquarters of the U.S.A. Transporta- 
tion Corps Second Military Railway Ser- 
vice. By January 1, the ships had brought 
to Europe more than 1,500 locomotives, 
19,000 wagons, three dozen hospital 
trains, and numerous pieces of special 
railway equipment such as cranes, break- 
down trains, and mobile workshops. 
Landing of equipment in France began 
on July 10, on which day several landing 
craft with loads of rails, sleepers, and 
rolling stock on rails welded to the decks, 
beached themselves in Normandy. Rails 
and sleepers .imbedded in concrete blocks 
were laid on the beach leading to railway 
lines inland. A portable ramp held in 
place by a cable and _ pulley system 
bridged the gap from the mouth of the 
L.S.T. to the temporary tracks. Rails 
were laid to unload seven craft at a time. 

After its opening, Cherbourg became 
the centre for discharge. L.S.Ts. capable 
of carrying only twenty 28-ft. goods 
vehicles and ten 150-h.p. diesel shunting 
locomotives were supplemented by larger 
vessels that could bring heavy equipment 
and hospital trains ashore. Three English 


and French-owned train ferries that for- 
merly bore London—Paris passenger 
trains across the English Channel, two 


sea-trains that in peacetime carried roll- 
ing stock between American ports, and a 
ferry built for carrying awkward loads, 
joined the fleet. After the break-through 
in Normandy, the demand for additional 
rolling stock increased, and 24 more 
L.S.Ts. were converted and added to the 
original 30. 

Plans for the ferrying programme were 
begun in 1942 when U.S.A. Transporta- 
tion Corps officials decided that more 
locomotives and goods vehicles would be 
needed than were available in France. 
Detachments from railway units welded 
rails to the decks of the L.S.Ts. and made 
other changes necessary in the vessels 


in Germany 





A train loaded with V2 rockets which was captured intact by Allied troops 
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intended to participate in the ferrying 
programme. The U.S.A. battalions 
stationed in England prepared 1,500 loco- 


motives for use and stored them in 
British railway depots. No fewer than 


20,000 goods wagons were prefabricated 
in the United States, transported across 
the Atlantic, and assembled in England. 


Belgian Diesel Railcar as Ambulance 

Despite their relatively small carrying 
capacity, diesel railcar units have proved 
value 


of considerable on various war 
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gramme, were given in our Diesel Railway 
Traction Supplement of September 1, 
1939, page 144, and further reference to 
the ambulance unit is made in the 
current (May) issue of that Supplement. 


The Extent of Hungarv 
No country in Europe has varied more 
in size than Hungary during the past 30 
years, and the comparison of any statis- 
tics relating to its railways is usually 
invalidated by the changes. Moreover, 
railway development has been hampered 





British ambulance diesel railcar in Renaix Station, Belgium, during a trial run 


fronts for the conveyance of wounded, 
mainly because of their rapid acceleration, 
low axle loads, and ability to be driven 
* from either end without reversal. It may 
be recalled that, during the heavy fighting 
in Tunisia in April and May of 1943, the 
wounded were evacuated to rear bases by 


1 number of converted and Red-Cross- 


emblazoned diesel railcars coupled in 
pairs, with a complement of some 90 
wounded. After the fall of Tunis, these 


railcars maintained an ambulance link be- 
tween Tunis and Souk-Ahras. Wounded 
were also brought from Sousse to Tunis 
by similar diesel trains over the narrow- 
gauge sections of the Tunisian Railways 
Company. 

More recently on the Western Front, 
the ambulance railcar has made its 
appearance and is rendering good service. 
Our illustration shows British ambulance 
railcar No. 1 in Renaix Station. It was 
equipped for the medical services of the 
21st Army Group, jointly by the Belgian 
National Railways, and the British Royal 
Engineers of the Railway Construction 
Company, and was given a trial run from 
Brussels to Renaix. This railcar is fitted 
for the accommodation of 27 stretchers in 
three tiers. 

The vehicle appears to be one of half 
a dozen light 8-wheel all-metal bogie units 
placed in service by the Belgian National 
Railways in 1939, with 140-b.h.p. engines 
of the Brossel type. These vehicles 
originally had 80 wooden seats and room 
for a maximum of 40 standing passengers 
on a tare weight of 24 tonnes. The gross 
weight was 33-34 tonnes and the b.h.p. 
per tonne a little over 4. A four-speed 
gearbox was provided, and the top speed 
was 60 km.p.h. The Brossel engine incor- 
porates a Ricardo Comet Mark III com- 
bustion chamber, and at 1,800 r.p.m. 
develops a maximum of 140 b.h.p. in six 
cylinders. Brief details of these railcars, 
and of the larger number of four-wheel 
units that formed part of the same pro- 


by the change in the orientation of traffic 
to accord with change in political owner- 
ship. Before the last war Hungary (as a 
separate kingdom from Austria) com- 
prised 125,641 square miles. Under the 
Treaty of Trianon this was reduced to 
35,935 square miles, and the popoulation 
which in 1910 had been 21 millions was 
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miles and the population to 14} millions. 
The armistice agreement with Hungary 
signed in Moscow on January 20 of the 
present year provided for the evacuation 
of all Hungarian troops and officials from 
the territories of Czechoslovakia, Rou- 
mania, and Jugoslavia as existing at the 
end of December, 1937—in other words 
reverting to the boundaries fixed by the 
Treaty of Trianon. The future of Hun- 
gary and of its railway system will 
depend upon the frontiers finally fixed at 
the Peace Settlement and, if these revert 
to anything like those which were fixed 
after the last war, this will result in a 
drastic reorganisation of the Hungarian 
railways to meet new traffic trends. 


Canadian Diesel-Driven Armoured 
Train 

Brief reference was made in our April 6 
issue (page 350) to the armoured train 
built by the Canadian National Railways 
in the early part of the war. We are now 
able to supplement this with some further 
particulars, and an illustration of the loco- 
motive, one of the best-known diesel 
engines in Canada, No. 9000 of the Cana- 
dian National Railways. It was com- 
pletely remodelled in the Transcona (Mani- 
toba) shops of the railway to furnish the 
power for this armoured train. These shops 


also converted four all-steel Canadian 
National flat wagons and three all-steel 
vans for this train, which was used in 


British Columbia until the Japanese inva- 
sion menace disappeared. The locomotive 
and wagons looked alike, which would have 
made it difficult for the enemy to pick out 
the engine in the event of an attack. 

The May issue of our Diesel Railway 
Traction Supplement has now announced 
that early this year, diesel locomotive No. 
9000 was released from military service and 
entered the C.N.R. shops at Point St. 
Charles to have its armour-plate removed 
and other changes effected to render it 
suitable for passenger service. All of the 
wagons were stripped of their war dress 





C.N.R. armoured diesel locomotive for armoured train used in British Columbia 
during the Japanese invasion menace 


reduced to 8 millions. Upper Hungary 
was annexed from Czechoslovakia under 
the first German-Italian Vienna Award of 
November, 1938; and Ruthenia in March 
and April, 1939. Northern Transylvania 
was annexed from Roumania under the 
second German-Italian Vienna Award of 
August, 1940. The fourth addition was 
the area between the Rivers Danube and 
Tisza called Vojvodina, forming part of 
Jugoslavia, and incorporated by Hungary 
in April, 1941. These acquisitions brought 
the area of Hungary up to 66,310 square 


and are now back in regular freight service 
The C.N.R. pioneered the development 
of diesel power for railway service in 
Canada, when, in June, 1925, it introduced 
the first diesel-electric railcar. No. 9000, 
which was the first diesel locomotive in 
Canada, was introduced in 1928. This 
twin-unit locomotive was then the largest 
and most powerful of its kind in the world. 
When No. 9000 went into war service, only 
one unit was remodelled. Its 12-cylinder 
engine was replaced with a new V-type, 
two-stroke cycle, 16-cylinder engine. 
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Ministry of War Transport Accident Report 


Wood Green, L.N.E.R., August 29, 1944 


Lt.-Coloriel E. Woodhouse inquired into 


the accident which occurred at about 
5.30 p.m. on August 29, 1944, at Wood 
Green, L.N.E.R., when the 5.22 p.m. 


suburban train, Finsbury Park to Gordon 
Hill, consisting of 2 four-coach articu- 
lated sets drawn by 0-6-2 tank engine, 
‘““ N2,’’ No. 2675, travelling on the 
No. 2 down slow line, left the rails about 
the far end of a left-hand curve of vary- 
ing radius, 600 ft. long, which commences 
at the north end of the platform and 
forms the beginning of the Enfield branch. 
This branch is a prolongation of the No. 2 
line and, rising, turns to the east 
and crosses over the main lines as a fly- 
over, There are scissors crossings between 
the two slow lines just north of the 
station and a connection from the down 
goods line to the No. 2 slow line, the trail- 
ing points of which are in rear of those of 
the scissor crossing leading from the No. 1 


class 


sl Ww 


slow line, making three connections in 
280 ft., Four passengers and the fireman 
were injured and the driver so badly 


scalded that he was 6 months under hos- 
pital treatment. He was trapped in his 
cab when his engine overturned to the left 
on the down goods line, at that point 4 ft. 
below the Enfield branch line. The 
weather was fine and clear. Colonel 
Woodhouse attributes the accident to ex- 
cessive speed. (There is a permanent 
speed restriction of 15 m.p.h. through 
Wood Green Station on both down slow 
lines and through the junction between 
these lines and the down Enfield branch.) 
The train concerned is the only passenger 
traia which runs to the branch without 
stopping at Wood Green, and the evidence 
of several witnesses went to show that its 
speed was considerably in excess of the 
permitted limit. : 

Careful_ inspection of the engine re- 
vealed no defects, such as broken springs, 
which might have contributed to the 
derailment and although the track was 
not in first class condition, due no doubt 
to wartime maintenance difficulties, 
Colonel Woodhouse does not regard this 
as a contributory factor; he finds that the 
permanent way was satisfactory for the 
relatively low speed imposed by the regu- 
lations and if they had been observed no 
accident would have happened. 

The guard was travelling at the rear 
and it occurred to him, just before his 
van reached the platform, that his train 
was travelling too fast, and as he saw 
from the vacuum gauge that the brake 
had not been applied, he went to go to his 
van valve, but was thrown off his balance 
by a sudden lurch; the train then came 
to a stand after some bumping. He was 
unable to make an estimate of the speed 
but was sure it was greater than 15 
m.p.h. and that the train was travelling 
faster than empty stock trains did at the 
point and on which he had at times done 
duty. 

The driver said he was accustomed to 
driving the ‘‘ N2”’ class of engine and 
frequently had worked trains to the 
Enfield branch not calling at Wood Green. 
He had worked the same train with the 
same engine the day before the accident; 
his previous turn of duty (with a different 
engine of the same class) was 5 weeks 
earlier. He ran at his customary speed 
from Finsbury Park, shutting off steam 
just after passing Wood Green No. 1 box 


(at the London end of the station), his 
usual practice. He delayed re-opening 
the regulator for the rising fly-over 
gradient as he had felt, he said, a pro- 
nounced lurch the previous day, at or 
near the point where derailment took 
place. He next felt a severe lurch or 
bump, which suggested to him that the 
wheels had struck the entering end of a 
check rail and the engine ‘‘ seemed to go 
up in the air’’; he did not apply the 
brake until that moment. He thought his 
speed through the station and past the 
scissors crossing was about 25 m.p.h. and 
admitted frankly that he was unaware at 
the time of the 15 m.p.h. restriction. He 
regarded his speed as reasonable for either 
of the ‘‘ straight ’’ lines, but would have 
run more slowly if he had had to pass 
through a crossover. There was always, 
he said, some unsteadiness of running at 
this point, due to change in cant, but it 
had been worse than usual on the pre- 
vious day. He had not reported the 
occurrence, however, and did not regard 
it as coming within the category of a 
really abnormal lurch due to faulty track. 
The fireman’ generally confirmed this 
evidence, and that given by other per- 
sons, together with a comparison of signal 
box timings, convinced Colonel Wood- 
house that violation of the speed restric- 
tion was the cause of the accident. 

His report accordingly places the 
responsibility on the driver, who gave his 
evidence in a most straightforward 
fashion and admitted that he was run- 
ning at a speed considerably greater than 
that prescribed. Destruction of the track 
between the ends of the check rails on the 
left- and right-hand curves made it im- 
possible to determine the exact point of 
derailment, but it is considered that the 
passage of the engine at unsuitably high 
speed through the three closely spaced 
connections, and the left-hand curve of 
irregular radius and varying cant, caused 
This and 


severe oscillation. damaged 
badly distorted the length of straight 
track (60 ft. long) between the curves, 


possibly causing the leading wheels tu 
strike the entering end of the second 
check rail, as the driver suggested. It is 
remarkable that a man of his experience, 
with a very satisfactory record, should 
have been unaware of the 15 m.p.h 
restriction. He is 41 and was promoted 
driver in 1937. 
REMARKS 

The need for the severe restriction 
arises, as far as the No. 2 slow line is con; 
cerned, from the irregular radius and lack 
of proper and uniform cant at the south 
end of the left-hand curve, but such con- 
ditions at the foot of a steep gradient 
leading to the bridge—1 in 49 to 1 in 40— 
are unfortunate. Drivers of heavy trains 
naturally tend to maintain speed over one 
of the ‘‘ through ’’ lines of the extended 
scissor crossing, to ensure that they do 
not stall on the gradient. Full length 
main-line empty coach trains to the sheds 
are worked over the branch, and—as a 
war measure—heavy freight trains. 
Colonel Woodhouse suggested adjusting 
the alignment and cant from No. 2 slow 
line to the branch to make more than 15 
m.p.h. permissible, and so ‘‘ favour ’’ the 
line most frequently used, leaving the 
present restriction in force over the sub- 
sidiary connections, the alignment and 
levels of which would be worsened to 
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some extent. This improvement will be 
considered and will be welcomed by the 
Operating Department as tending to ex- 


pedite the movement of heavy empty 
stock trains. The Assistant Engineer 
(London), Mr. Tt. H. Seaton, suggested 


*removing the connection from No. 1 down 
slow line and this also will be considered. 
The present arrangement is rather awk- 
ward as it is governed by the distance 
available from the rise from beneath an 
overbridge at the north end of the station 
to the fly-over bridge and the alignment 
of the embankment leading thereto. By 
an Act of 1914, the powers conferred by 
which are still in force, the former Great 
Northern Railway was authorised to re- 
place the fly-over by a line passing below 
the main lines, with 15- and 2f-chain 
curves and relatively easy gradients (1 in 
200 against traffic) Some improvement 
seems desirable now that the branch, 
which once terminated at Enfield, forms a 
main-line route alternative to that 
through Hatfield. 


Birmingham Railway 
Carriage & Wagon Co. Ltd. 


Presiding at the general meeting of the 
Birmingham Railway Carriage & Wagon 
Co. Ltd., Sir Bernard D. F. Docker, 
K.B.E., J.P., the Chairman, said that the 
work they had been called on to under- 
take during wartime had been in quite a 
different category from rolling stock and 
had required a new technique; conse- 
quently their plant and general layout 
had had to be radically changed. The 
reconversion for their normal production 
would be a costly process and in addi- 
tion they had to make good arrears of 
repairs and maintenance of plant and 
buildings. These were some of the reasons 
for building up the war contingencies 
reserve. 

Security regulations now permitted him 
to give some information on the com- 
pany’s activities during wartime, and he 
considered that they had good reason to 
be proud of the part played by the com- 
pany and everybody connected with it. 
He could not yet reveal the whole story, 
because some of their work was still on 
the secret list. There had been two main 
items of production—heavy armoured 
fighting vehicles and gliders—but in addi- 
tion they had produced main components 
for many well-known aircraft, such as the 
Blenheim, Lancaster and Halifax, hun- 
dreds of thousands of shells and bombs 
and also important structures for the Mul- 
berry Harbour. 

They were one of the largest producers 
of tanks, including among other types, 
Valentine, Churchill and Cromwell, and 
they had, in collaboration with the Minis- 
try of Supply, covered a large field of 
experimental design and development 
work on these and other heavy armoured 
vehicles. They had patented and pro- 
duced the prototype of the Cromwell tank 
and had also been responsible for the 
prototypes of a number of other fighting 
vehicles. The British tank had been 
criticised in some quarters but actions 
spoke louder than words and they knew 
those in command in the field had 
acclaimed their reliability and satisfactory 
performance. 

In their carriage building section they 
started the manufacture of aircraft as far 
back as 1938, thus following the prece- 
dent set in the first world war when they 
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built and flew from their works some of 
the first two-engined bombers ever built. 
Their chief product on the present occa- 
sion had been the famous giant Hamilcar 
glider, capable of carrying a tank or 
similar heavy loads such as Bren-gun 
carriers and Daimler scout cars—it was 
noteworthy that they built both tanks 
and the aircraft which could carry them. 
They were the main contractors for the 
production of the Hamilcar, and all those 
gliders which took part with such con- 
spicuous success on D-Day and _ subse 
quent airborne operations, including the 
crossing of the Rhine, had been turned 
out from their works. They had fully met 
ill demands made upon them from time to 
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time for increased output, and although 
most of their resources were taken up 
with the production of tanks and aircraft, 
for both of which they still had substan- 
tial programmes to fulfil, they had made 
a start in a comparatively small way with 
the building of wagons for both home and 
overseas railways, and it was a welcome 
sight to see these once more occupying 
their shops. 

There should be a brisk demand for 
rolling stock for some time to come. They 
had in the past had a substantial export 
trade all over the world, and they were 
taking such steps as control permitted to 
restore and expand that branch of their 


business. Competition in the past was 
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very keen, and he had no doubt it would 
be so in the future, and, therefore, he 
could not help feeling apprehensive of the 
continual rise in cost. They were told 
that if they were to maintain even the 
pre-war standard of living they must not 
only regain the whole of their overseas 
trade, but increase it by 50 per cent., 
and they were also told that industry was 
expected to achieve this difficult task. If 
it was to succeed it must not be burdened 
with restrictions and handicaps that com- 
petitors in other countries did not have 
to bear. 

He was sure they would appreciate the 
co-operation which had taken place be- 
tween the management and the employees 











Brush Electrical Engineering Co. Ltd. 


The fifty-sixth general meeting of the 
3rush Electrical Engineering Co. Ltd. was 
held on May 1, at the registered office, 
Falcon Works, Loughborough, Sir Ronald 
W. Matthews, the Chairman of the com- 
pany, presided. 

The Chairman, in the course of his address, 
said that the directors regretted to report 
that Mr. Allan Miller, who had made so 
notable a contribution to the reconstruc- 
tion of the business, had had, through 
pressure of other business, to resign from 
the Board 

Mr. F. Mitman and Mr. R. W. Richards 
had been elected to the Board 

The trading profit amounted to £242,576, 
against £261,839 last vear and £214,336 
for the previous year . 

In the profit and loss account the increase 
in fixed assets and the fact that the direc- 
tors last year established the precedent of 
depreciating buildings, plant and mach- 
inery, etc., on the basis of the wear and tear 
allowances as computed by the Inland 
Revenue, had resulted in a large debit 
under the heading of ‘‘ depreciation.” 

The profit carried to the appropriation 
account was £147,257, against £175,002 the 
previous year. To this must be added 
£11,532 carried forward from the previous 
year. The directors recommended that the 
resultant amount of £158,789 should be 
dealt with as set out in the directors’ 
report. The main appropriations were in 
respect of taxation, general reserve and 
provision for preference dividend for the 
half-year ended September 30, 1944, and 
the half-year ended March 31, 1945, 
ordinary stock interim dividend of 4 per 
cent. and provision for an ordinary stock 
dividend of 6 per cent., making 10 per cent. 
for the year. The actual provision for 
taxation for the year 1945-46 was assessed 
at £82,500, but as there was an over-pro- 
vision in previous years of £32,500, the 
charge in the appropriation account was 
£50,000. The amount transferred to general 
reserve was £40,000, as against £25,654 
for last year. 

In the appropriation account they would 
also notice a provision of £2,500 in regard 
to the South African subsidiary. This re- 
ferred to Brush (South Africa) (Proprietary) 
Limited, which company was registered 
and started trading in Johannesburg in 
January, 1944, and in which the company 
owned more than 50 per cent. of the 
issued capital. 

The position as disclosed by the balance- 
sheet was a favourable one, as the total 
surplus of current and fixed assets over 
liabilities had again increased; the increase 
this year being £64,173. 

During the year, Petters Limited, a 
wholly-owned subsidiary of the company, 
subscribed with certain other oil engine 


companies, to the formation of British Oil 
Engines (Export) Limited, which organi- 
sation was formed to offer to the export 
market a comprehensive range of engines. 
As a result of its ability to offer a complete 
range, the new export organisation had 
ilready completed agency agreements 
abroad with firms of the highest standing 
in their respective markets. 

In previous years restrictions had been 
imposed upon the disclosure of information 
in connection with the production of war 
supplies, but as these restrictions had now 
been removed to some extent, he could 
give a brief survey of the wide variety of 
products which the company had produced, 
and the valuable contributjon which had 
been made to the war effort. 

Practically the whole of the company’s 
considerably increased wartime engine turn- 
over had been taken by the Ministry of Air- 
craft Production and Ministry of Supply. 

\ separate department was set up at the 
beginning of the war to produce gun 
mountings for tanks. The whole of the 
resources of the coachwork division, which 
pre-war were employed in the production 
of public transport vehicles, had been con- 
centrated on producing war supplies. For 
the Ministry of Supply vast quantities of 
general service vehicles, radiolocation cabins 
and associated equipment had been pro- 
duced \n extensive department was set 
up in the first year of the war to repair 
complete aircraft fuselages and _ centre 
sections. 

For the past two years a further exten- 
sion to this division having been made 
with the assistance of the Ministry of 
Aircraft Production, complete wooden air- 
craft had been produced. These aircraft 
were used as wireless trainers, and arrange- 
ments were now being made for a quantity 
to be produced to designs which would 
enable them to be put to a variety of 
other uses in connection with the war 
efiort. 

While the company continued to manu- 
facture products for the various Ministries, 
the directors had within the limits imposed 
upon them, taken active steps to see that 
during the transitional period from war 
to peace the dislocation of production 
would be reduced as far as possible. 

In the post-war years there would be a 
heavy demand for the company’s products, 
particularly for engines, public transport 
vehicles and power plant. During the war 
years the production of public transport 
vehicles had, of necessity, been very 
restricted. In consequence, there was a 
tremendous amount of leeway to be made 
up in the industry. The demands made on 
power plant installations during the war- 
time and their almost continuous use made 
it very necessary for a heavy replacement 





programme to be undertaken at the earliest 
possible moment. The company would be 
in a position to make its valuable contribu- 
tion towards this replacement programme 
To these demands must be added those from 
export markets. 

This year the company had extended its 
apprentice training programme to include 
girl student apprentices of school certi- 
ficate standard who, on completion of their 
training, would be absorbed into the per- 
manent staff of secretarial, costing and 
accountancy or technical work. 

The scheme provided a three-year course 
to which the girls were indentured, as had 
been the practice for many years with 
youths entering the engineering industry 

During the year the foremen held their 
second annual conference. They were 
exceptionally fortunate in their speakers— 
Sir Frederick Leggett, C.B., Dr. Maurice 
Dobb, Mr. F. J. Burns Morton, Mr. L. H 
Pearmaine, Dr. J. A. Bowie and Group Cap- 
tain C. J. O'Malley, C.B.E. 

This picture of the activities of the com- 
pany during 1944 would be incomplete 
without a reference to the excellent rela- 
tions which had existed throughout the 
company during the year, and a tribute to 
the admirable work of executives, staff and 
workpeople. 

The report and accounts were adopted. 

The retiring directors (Sir Richard Pease, 
Captain R. C. Petter, Mr. C. Hill, Mr. F.5S 
Mitman and Mr. R. W. Richards) were re- 
elected, and Messrs. Cooper Brothers & 
Company and Messrs. Lawrence Robson & 
Company having been reappointed joint 
iuditors the proceedings terminated. 


ALFRED HERBERT LimiteD.—Alfred Her- 
bert Limited of Coventry states that it is 
prepared to supply machine tools for in- 
dustrial re-equipment on_hire-purchase 
terms, either direct or through established 
channels. 


WROUGHT STEELS FOR GENERAL ENGI- 
NEERING.—The British Standards Institu- 
tion has issued a further addendum for 
wrought steel for general engineering pur- 
poses for B.S. 970, with the reference No 
P.D. 338. The addendum includes one or 
two corrections to EN 30, but the major 
feature is the incorporation of a new steel 
to which has been given the reference 
EN 320. This new steel is a 2 per cent. 
nickel, 2 per cent chromium case-hardening 
steel, with an ultimate tensile stress of 
85 tons per sq. in. The material is, there- 
fore, capable of meeting the test require- 
ments of specification EN 39. Copies of the 
addendum are available on application to 
the offices of the B.S.I., 28, Victoria Street, 
London, S.W.1, gratis. 
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On Saturday last, May 5, the centenary 
of the first railway to Guildford was 
marked by the opening of a centenary 
exhibition at Guildford House by the 
Mayor of Guildford. The exhibition is to 
remain open until May 19; it contains a 
number of prints, photographs and other 
exhibits, including models of Southern 
Railway rolling stock. The opening cere- 


mony was performed by the Mayor of 
Guildford, Councillor Wykeham Price, 
].P., C.C. Those present at the opening 


included Colonel E. Gore Browne (Chair- 
man of the Southérn Railway Company), 
Sir Eustace Missenden (General Manager), 


Mr. R. M. T. Richards (Traffic Manager), 
and Mr. C. Grasemann (Public Relations 


& Advertising Officer). 

At a luncheon given by the Mayor of 
Guildford at tthe Guildhall before the 
official opening of the exhibition, Coun- 
cilor Wykeham Price, proposing the toast 
of the Southern Railway, with which he 
coupled the names of Colonel Gore Browne 
and Sir Eustace” Missenden, referred to 
the fact that before the grouping of the 
railways Guildford had been served by 
regular passenger services of all three of 
the companies which formed the Southern 
Railway, namely, the London & South 
Western, the London Brighton & South 
and South Eastern & Chatham. 
The first railway to come to Guildford 
branch from the Old London & 
Southampton Railway at Woking, and it 
was this section which had been opened 
one hundred years before. Guildford was 
one of the few stations in the country 
fom which it was possible to go to 
London and to start the journey by pro- 
ceeding in the opposite direction. 

Colonel Gore Browne, replying to the 
said that he and his family were 
linked with Guildford, for his father had 


Coast 


was a 


toast 
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Guildford Railway Centenary 


London Road, Guildford. His sister still 
had a house in the borough. The Guild- 
ford to Woking Lire, which had come 
into being one ‘hundred years ago, was an 
outstanding example of the initiative and 
success of private enterprise. He con- 
trasted the railway service enjoyed by 
Guildford a century back with that of the 
present day. Then it had been served by 
seven trains a day, and the journey to 
London took 77 minutes. Now the 
Southern Railway gave the people of 
Guildford 40 trains a day; the travelling 
times were from 41 to 58 minutes for the 
journey, and the average time was 51-3 
minutes. He knew that he spoke for the 
Southern Railway as a whole when he 
said that they were quite prepared to face 
competition in the post-war world if they 
were given the right to compete with all 
other forms of transport on fair and equal 
terms. He agreed with the proposition 
that public services must be accepted as 
a qualification for private enterprise, and 
on this basis he felt sure that the Southern 
Railway, as an undertaking owned and 
managed by private enterprise, would not 
be found wanting. 

Sir Eustace Missenden thanked the 
Mayor for entertaining the Southern Rail- 
way representatives, and explained some 
of the difficulties which had been over- 
come in moving the troops who returned 
from Dunkirk, many of whom had come 
through Guildford. He had received a 
message from Major Napier at the War 
Office, saying ‘‘ Fear only 20,000.’’ That 
the number which it was expected 
could be saved from the beaches at 
Dunkirk. In fact the numbers which had 
been brought back, practically all of 
whom had passed over Southern Railway 


was 


metals, had been about 367,000. It had 
been necessary to organise 185 trains, 
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the fact of having these two lines avail- 
able had greatly helped the operation. 

He hoped that the people of Guildford 
would be patient with the Southern 
Railway when they saw their carriages 


becoming worn and untidy. These and 
other matters would be put right when 
men and materials became available. 


Guildford Station, too, could be improved. 
He thought, also, that it would be a good 
thing if better facilities were provided for 
the exchange of road and rail passengers 
at Guildford Station, and he suggested 
that the people of Guildford, the railway, 
and road operators, might get together to 
make arrangements to this end. 


LIFE PASSES FOR AUSTRALIAN V.C. 
WINNERS.—By arrangement between the 
State and Commonwealth Governments it 
has been agreed that each State and the 
Commonwealth of Australia shall issue to 
residents within their own territories, who 
are holders of the Victoria Cross, life passes 
on the railways of Australia, such passes to 
include reserved seats and sleeping berths. 
A charge for the passes will be raised by 
the Railway Administration in the territory 
in which the V.C. winner resides, against its 
own Government, and such charge will be 
retained by that railway system. There 
are at present resident in Western Aus- 
tralia five V.C. winners of the 1914-18 war, 


and there are two surviving Western 
Australian V.C. winners of the present 


war, both of whom are still serving with 
the Forces. 

RHAETIAN Rattway IMPROVEMENTS.— 
Three rectifier stations of 800 kW each, 
involving an expenditue of 320,000 francs, 
are being installed on the 16-mile metre- 
gauge line Chur-Arosa. In _ addition, 
800,000 francs are to be expended for the 
reconstruction of four motor coaches of the 
former Bernina railway, on a part of the 
























been educated at Guildford Grammar _ which had been stabled on the old Chat- Rhaetian system. The rating of these 
School, and although he (Colonel Gore ham & Dover line and sent down to Dover coaches is to be increased from 300 to 
Browne) had been born in India, at an on that line. They had been brought 600 h.p. and they are to operate on the 
early age he had come to live in the back by the old South-Eastern line, and Arosa line during the winter season. 
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Map showing the Guildford district and the dates of opening of the railways in the vicinity of the town 
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Notes and News 


Murex Limited.—It is announced that 


Murex Limited has declared an interim 
dividend of 7} per cent., less tax, on the 
ordinary stock, payable on May 19 to 


holders registered April 20. The dividend 
is on account of the year ending June 30, 
1945. 


John Thompson Engineering Co. 
Ltd.—The final dividend on the ordinary 
shares of the John Thompson Engineering 
Co. Ltd. is at the rate of 12} per cent., 
plus a bonus of 5 per cent., making 224 per 
cent. (all same) for the year ended Decem- 
ber 31, 1944. 


John Summers & Sons Ltd.—The 
net profit of John Summers & Sons Ltd., 
for the year ended December 31, 1944, 
after provision for taxation, was £497,660 
(£503,863). The dividend on the “A” 
ordinary stock was at 8} per cent. (same) 
and on the “ B”’ ordinary stock at 44 per 
cent. (same). 


United Steel Companies Limited.— 
It is announced that arrangements have 
been made between the United Steel Com- 
panies Limited and the Ministry of Supply 
for the purchase by the former of the Chapel 
Bank Works, at Workington, Cumberland. 
It is proposed to build a machine foundry 
for the production of ingot moulds and 
castings. 


Proposed Ropeway in Switzerland.— 
A committee was formed recently at Ander- 
matt, Switzerland, with a view to pro- 
moting the building of a ropeway to lead 
from a lower terminus, at an altitude of 
rather over 4,000 ft., at Andermatt to the 
Gurschenalp group to the west (the main 
peak of which, the Dammastock, is some 
11,800 ft. high.) 


Superheater Co. Ltd.—The 
of the Superheater Co. Ltd. for the year 
ended December 31, 1944, was £128,031 
(£111,605), including interest on invest- 
ments {£6,987 (nil). The ‘final ordinary 
dividend was at the rate of 274 per cent. 
(25 per cent.), making 40 per cent. (374 per 
cent.) for the year. The amount carried 
forward was £18,930 (£17,828). 


City of Oxford Motor Services 
Limited.—tTraffic and other receipts, for 
1944, of the City of Oxford Motor Services 
Limited, which is associated with the Great 
Western Railway Company and the British 


net profit 


Electric Traction Co. Ltd., amounted to 
£314,731 (£294,410) after providing for 


operating expenses. Interest and dividends 
on investments amounted to £4,271 (£4,216). 
The profit for the year, after provision for 
taxation and depreciation, was £16,581 
(£18,726). The amount brought in was 
£7,770 (£7,414). The 64 per cent. prefer- 
ence dividend absorbed £4,810 (same). The 
total ordinary dividend was at 6 per cent., 
tax free, for the year, leaving £8,386 carried 
forward. 


Sharpness Docks & Gloucester & 
Birmingham Navigation Company.— 
The report for the year 1944 shows that 
the annual amount of compensation payable 
by the Government under the Canals Con- 
trol Order, 1942, was agreed last September 
at £62,250, to which are added £21,039 
balances in respect of previous control 
periods, making a total of £83,289. After 
payment of debenture interest (£22,219), 
£27,500 for taxation, £6,279 for War 
Damage Contributions & Reserve, £10,786 
to works and contingencies reserve, and 
other items amounting to £5,430, there 
remains sufficient to pay one year’s divi- 
dend of 5 per cent. (less tax) on the cumu- 
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lative preference stock “ A,’”’ and a dividend 
of 54 per cent. (less tax) on the preference 
stock ‘‘B.”” The tonnages of imports and 
exports in 1944 were respectively 776,011 
and 162,161, against 948,213 and 56,147 
respectively in 1943. 


Agreed Charges.—Applications have 
been made to the Railway Rates Tribunal 
for the approval of 65 further agreed charges 
under the provisions of Section 37 of the 
Road & Rail Traffic Act, 1933. Notices of 
objection should be filed by May 23. 

Brush Electrical Engineering Co. 
Ltd.—The trading profit of the Brush 
Electrical Engineering Co. Ltd., which is 
controlled by the Associated British Engin- 
eering Limited, for the year ended Decem- 
ber 31, 1944, was £242,576 (£261,839). The 
final ordinary dividend was at 6 per cent., 
making 10 per cent. (9 per cent.) for the 
vear. The amount carried forward was 
£11,560 (£11,532). 


Taylor Woodrow Limited.—The profit 
of Taylor Woodrow Limited, for the year 
ended October 31, 1944, after deducting 
expenses and depreciation, but before pro- 
viding for taxation, amounted to £116,679 
(£93,836). The amount carried “forward 
was {39,621 (£39,504). The final ordinary 
dividend was at the rate of 174 per cent. 
(124 per cent.), making 20 per cent. (15 per 
cent.) for the year. 


Coventry Machine Tool Works Li- 
mited.—The trading profit of the Coventry 
Machine Tool Works Limited for the year 
ended December 31, 1944, was £24,082 
(£23,744). The dividend for the year was 
at 8 per cent. (same). The amount carried 
forward was {11,163 (£8,556). Since the 
closing of the accounts: the company has 
acquired the whole of the share capital of 
John Stirk & Sons Ltd., of Halifax, from 
the Ministry of Supply. 


Trans-Zambesia Railway Co. Ltd.— 
By a special resolution passed at an extra- 
ordinary general meeting of the Trans- 
Zambesia Railway Co. Ltd., held on 
December 31, 1944, it was resolved that the 
memorandum of association be altered so 
as to permit of the reconstitution of the 
company’s board of directors. The petition 
for confirmation of this proposed alteration 
is directed to be heard before Mr. Justice 
Cohen on Monday, May 14, 1945. 


Canadian National Railways.—Gross 
earnings of the Canadian National Railways 
for the month of March, 1945, amounted to 
$37,046,000, a decrease of $812,000 in 
comparison with March, 1944. There was 
a reduction of $420,000 in operating ex- 
penses, and the net earnings of $7,728,000 
were lower by $392,000. Aggregate gross 
earnings for the first three months of 1945 
were $100,843,000, or $3,985,000 less than 
for the first quarter of 1944, and the net 
earnings of $14,678,000 showed a decrease 
of $4,014,000. 


North British Locomotive Co. Ltd.— 
\ dividend of 5 per cent. for 1944 on its 
ordinary stock has been declared by the 
North British Locomotive Co. Ltd., the 
same as for 1943. Net profit for 1944 is 
£42,343, after provision of £150,000 for 
taxation and an appropriation of £50,000 
for reserve. The amount carried forward 
is £51,380. In 1943 the net profit was 
£58,891 after £30,000 to depreciation, 
£120,000 to taxation, and £25,000 to 
reserve. £59,037 was carried forward. 


London Transport Unofficial Strike. 
—In a statement issued by Lord Ashfield 
during the recent unofficial strike of certain 
bus, tram, and trolleybus services of the 
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London Passenger Transport Board, he 
stressed that under the difficult conditions 
prevailing it was inevitable that the 
passenger loadings should be greater than 
in peacetime. The Board expressed appre- 
ciation of the efforts of its staff in c: urrying 
out its duties under wartime restric tions, 
It was stated that, with the assistance of the 
Government Departments concerned, a 
sufficient supply of labour had been secured 
to cover the summer schedules. Normal 
services were resumed on May 7. 
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May 11, 1945 


ANAGEMENT CONSULTANTS have a vacancy 
m their permanent staff which offers excellent 
prospects of advancement in addition to high salary. 
Applicants, with Public School and University educa- 
tion, and who have held senior executive positions in 
industry, should state their age and give a record of 
education and positions held, including dates and 
salaries, to Box No. 75, c/o The Rai/way Gazette, 
93, Tothill Street, Westminster, London, S.W.1. 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


FFICIAL ADVERTISEMENTS intended for 
insertion on this page should be sent in as 
early in the week as possible. The latest time for 
receiving official advertisements for this page for the 
current week’s issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed 
to:—The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 
















Universal Directory of Railway Officials 
and Railway Year Book 
50th Annual Edition, 1944-45 
Price 20/- net. 
THE DIRECTORY PUBLISHING CO., LTD., 
33, Tothill Street, Westminster, S.W.1 








Derwent Valley Light Railway Com- 
pany.—The report and accounts of the 
Derwent Valley Light Railway Company 
for the year 1944 are in their full statutory 
form, by Order of the Minister of War 
Transport. Net revenue for the year 
amounted to £6,873, and after adding the 
balance brought forward and deducting 
fixed charges, the sum of £6,605 is available. 
The directors recommend that £1,000 be 
appropriated to general reserve, and that 
dividends at the rate of 5 per cent. on the 


preference shares, and 5 per cent. on the. 


ordinary shares, be paid, which will absorb 
£4,050, leaving £1,555 to be carried forward. 
The volume of goods traffic conveyed was 
136,258 tons, producing £33,956. Train 
miles were 11,141. Net receipts from rail- 
way traffic and from collection and delivery 


yf parcels and goods were £5,849. Route 
miles open were 16 miles. 
Road Accidents in March, 1945,.— 


The return issued by the Ministry of War 
Transport of the number of persons re- 
ported to have died, or to have been 
injured, as a result of road accidents in 
Great Britain during the month of March 
last shows 396 deaths (compared with 522 
in March, 1944), 2,168 seriously injured 

compared with 2,636 in March, 1944), 
and 6,554 slightly injured (compared with 
7,151 in March, 1944). 

Metropolitan-Cammell Patents Ap~ 
plication.—Letters patent, bearing date 
October 11, 1926, granted to Metropolitan 
Cammell Carriage & Wagon Co. Ltd. for 
the invention of ‘‘ Improvements in or 
relating to Railway and Tramway Vehicles,” 
were regranted on October 11, 1942. An 
riginating summons on behalf of the Metro- 
politan Cammell Carriage & Wagon Co. 
Ltd. asking that the terms of the regranted 
patent of 1942 may be extended for a 
further period of three years will on June 19, 
1945, come before Mr. Justice Uthwatt for 
directions as to the hearing. Any notice of 
pposition must be lodged at least eleven 
lays before June 19. 

East Indian Railway Annuities.— 
Notice is given that on March 31, 1945, in 
accordance with the provisions of the East 
Indian Railway Company Purchase Act 
f 1879, a total sum of /£9,134,375 was 
nvested for the purpose of providing a 
sinking fund in respect of Annuities Class 
B”’; and under the East Indian Railway 
Company Sinking Fund Act of 1892, the 
total sinking fund investments for Annuities 
Class ‘‘C’”’ and for Annuities Class ‘“‘ D”’ 
were respectively £2,063,468 and £3,921,615. 
Exports of Small Precision Tools.— 
\ new organisation, under the title British 
Engineers Small Tools & Equipment Co. 
Ltd. has been formed to develop the export 
sales of Brooke Tool Manufacturing Co. 
Ltd, Coventry Gauge & Tool Co. Ltd., 
A. A. Jones & Shipman Limited, F. Pratt 
& Co. Ltd., Taylor, Taylor & Hobson 
Limited, and E. R. Watts & Son Limited. 
The company will supplement existing 
‘xport and agency arrangements, and over- 
seas agents of the firms concerned will have 


the assistance of the new organisation. The 
irst Chairman of the company is Mr. 


H. H. Harley, C.B.E., who is the founder, 
Chairman & Managing Director of the 


Coventry Gauge & Tool Co. Ltd. Mr. H. P. 
Potts, M.I.Mech.E., Director of A. A. 
Jones & Shipman Limited, is Vice-Chair- 
man. The offices of Chairman and Vice- 
Chairman will be held by annual rotation 
amongst the member companies. The 
board of directors also includes Mr. H. S. 
Holden, Managing Director of Brooke Tool 
Manufacturing Co. Ltd., Mr. K. G. Pratt, 
Director of F. Pratt & Co. Ltd., Mr. D. R. 
Stanley, Director of E. R. Watts & Son 
Ltd., and Mr. Mark H. Taylor, Managing 
Director of Taylor, Taylor & Hobson 
Limited. Offices are at Buckingham House, 
Buckingham Street, Adelphi, London 

Prevention of Corrosion and Corro- 
sion-Fatigue.—A general meeting will be 
held by the Institution of Locomotive 
Engineers, at the hall of the Institution of 
Mechanical Engineers, Storey’s Gate, Lon- 
don, S.W.1, on May 17, at 5.30 p.m., when 
a paper will be read on “ Prevention of 
Corrosion and Corrosion-Fatigue,”” by Mr. 
T. Henry Turner, M.Sc., Member 





A ‘‘V"’ DAY MESSAGE FROM THE CHAIRMAN | 
TO THE STAFF OF THE L.N.E.R. | 


By the grace of Almighty God, the forces of 
Freedom have triumphed, and the torch of 
Liberty shines once more over the towns and 
villages of tortured Europe. For five and a half 
long years we have wrestled with Evil incarnate. 
There was atime when for a full year the people 
of the British Commonwealth fought alone, sus- 
tained by the knowledge of a righteous cause and 
by the inspiring leadership of our great Prime 
Minister. 

We have a right to be proud as we look back 
over the years of struggle, and the hearts of all 
of us are full of gratitude to those gallant men 
and women who have made the supreme sacrifice 
for this dear country of ours. 

It is right that we should rejoice, but in our 
rejoicings let us not forget the shadows that lie 
over so many homes, the starving millions of 
Europe, the grave responsibilities of the future. 

You, men and women in the service of this 
great Company, may look back on your war record 
with pride and satisfaction. You have done a 
grand job. You have never let the fighting men 
down. You have fed the people. You have 
rescued the children. Day and night unceasingly, 
in all conditions, the work of the Railways has 








goneon. Well done, all of you. | 
RONALD W. MATTHEWS 

May, 1945 | 

The above message is reproduced from the 


current issue of the ‘** London & North Eastern 
Magazine * 


Road and Rail Transport.—Lord 
Leathers, Minister of War _ Transport, 
recently informed the Council of the 


National Road Transport Federation that, 
before formulating plans for post-war 
transport, he wished to have the con- 
sidered views of the Federation and of the 
railways. He said that no plan could be 
accepted which failed to put the country’s 
interests first. An efficient railway system 
was vital to the country, but a plan which 
merely solved the road-rail problem by 
levelling vp road transport rates to railway 
rates could not be accepted. 


The Colonial Service.—<As from May 1, 
1945, the Colonial Office will conduct 
arrangements for the appointment to the 
Colonial Service of engineers who are 
normally required to possess academic or 
professional qualifications, and also of 


qualified architects and town planners. 
Such arrangements were formerly under- 
taken by the Crown Agents for the Colonies, 
4, Millbank, S.W.1. Information regard- 
ing appointments of this nature will in 
future be obtainable from the Director of 
Recruitment (Colonial Service), 15, Vic- 
toria Street, S.W.1. 

Manufacturing Ball Bearings.—Mr. 
C. E. Marshall, Service Engineer of the 
Fischer Bearings Co. Ltd., gave a lecture 
on ball-bearing manufacture recently at 
the Hillington, Glasgow, works of Rolls- 
Royce Limited. The lecture was illustrated 
with lantern slides and dealt with the 
processes of manufacture of the steel balls, 
the production of the ring components, and 
the assembly of the complete bearings. 


Hoffmann Manufacturing Co. Ltd.— 
It is announced that the Hoffmann Manu- 
facturing Co. Ltd., with certain textile 
machinery makers, has founded a new com- 
pany—Hoffmann Tweedales—to manu- 
facture ball bearings and textile machines. 
The new concern is a private company with 
a nominal capital of £400,000. 

G. H. Sheffield & Co. (Engineers) 
Ltd.—Letters patent granted to G. H. 
Sheffield & Co. Ltd. for ‘‘ Improvements in 
the construction of bogie trucks for rail- 
way and like vehicles’”’ on June 30, 1925, 
and May, 1926, respectively, were regranted 
on June 30, 1941 (No. 258,941), June 30, 
1941 (No. 259,021), and May 4, 1942 (No. 
261,987), respectively. An originating 
summons has been issued on behalf of G. H. 
Sheffield & Co. (Engineers) Ltd. and 
Metropolitan Cammell Carriage & Wagon 
Co. Ltd. asking that the terms of these 
regranted patents may be extended for 
further periods of one year and ten months, 
one year and ten months, and two years and 
eight months respectively. This summons 
will come before Mr. Justice Uthwatt on 
June 12, 1945, for directions as to the hear- 
ing. Notices of opposition must be lodged 
at least eleven days before June 12. 


Contracts and Tenders 


Below is a list of orders placed recently 
by the Egyptian State Railways :— 

rurton Bros. & Matthews Ltd.: Springs. 

Steel, Peech & Tozer Branch of The United 
Steel Cos. Ltd. : Carriage tvres. 

Gwynnes Pumps Limited: Engine spares. 

Guest, Keen & Nettlefolds Limited: Brass 
nuts, washers and screws. 

P. & W. Maclellan Limited: Mild steel. 

General Electric Co, Ltd. : Soldering iron. 

Standard Telephone & Cables Limited: 
Cap lamp switchboard. 

National Gas & Oil Engine Co. Ltd. : Liners. 

Imperial Chemical Industries Limited : Spare 
parts. 

Morgan Crucible Co. Ltd. : Refactory lining. 

Clyde Crane & Engineering Company: C.S. 
bevel wheels. 

Greenwood & 
gauge. 

Ruston & Hornsby Limited: 
inlet valves. 

Marconi’s 
Transmitters. 

H. J. Skelton & Co. Ltd.: Mild steel. 

Buck & Hickman Limited : Steel turned wire. 

Renolds & Coventry Chain Limited: Chains, 

Boulton & Paul Limited: Wire netting. 


Batley Limited: Pressure 


Steel spindle 
Wireless 


Telegraph Co. Ltd.: 



































































































































































South & Central America 


Canada 


India 


Various 





With attention centred on the dramatic 
events in Europe, business in stock 
markets further contracted; British Funds 
moved lower and industrial shares also 
receded in the absence of improvement in 
demand. Declines on balance were again 
moderate, however, and confidence in 
post-war prospects was indicated by the 


small amount of selling in evidence. 
There was a little speculative interest in 
European and Japanese bonds, and 
Argentine rails have been inclined to 
harden. 

With Stock Exchange business on a 


moderate scale it could hardly be expected 
that home rails would be otherwise than 
dull. In fact, prices record further small 
declines on balance, but as in other sec- 
tions of markets, this was attributed 
mainly to the small demand in evidence. 
Prior charges again eased, reflecting the 
trend in gilt-edged stocks. There have 
been no new developments enabling the 
home railway to be more clearly assessed; 
but there is a growing disposition to 
expect that the post-war policy of the 
Government in regard to transport and 
other important matters will be clearly 
set forth before long, assuming that talk 
of a General Election in the summer is 
borne out 

The tendency in the stock markets is to 
attempt to discount the future a long way 


ahead, and many industrial — shares 
favoured on post-war hopes are already 
valued on a basis which discounts pros 


dividends or a 
Shares 


of either higher 
pre-war dividend levels. 


pects 
return to 


Traffic Table and Stock Prices 
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Railway Stock Market 


of leading stores companies are a case in 
point, also those of furniture concerns, 
leading motor car manufacturers, and 
those of many other concerns. Home 
railway stocks provide a striking contrast, 
the high yield basis reflecting the difficulty 
of assessing the outlook, which will turn 
on many uncertain factors, chief of which 
is Government policy and the shape of 
things to come in regard to transport 
organisation and control generally. Junior 
stocks, well below last year’s highest, are 
in fact, around the lowest levels recorded 
last year. Great Western ordinary, now 
56}, had extremes last year of 62? and 55. 
In the case of L.M.S.R. ordinary they 
were 343 and 27{; the latter also was the 


current price of this stock. L.N.E.R. 
second preference, now 28}, is also at the 
lowest recorded last year; last year’s 
highest was 352. Southern deferred (234) 
had extremes in 1944 of 262 and 23. 
London Transport ‘‘ C ’’ at 65} is also not 
far short of last year’s lowest; the 


extremes in this case were 72} and 64}. 
These are grounds for the belief that the 
stock market is taking an altogether too 
gloomy view of the railway outlook, and 
we may see better levels reached in time, 
although a good deal will depend on the 
result of the General Election. 

As in the case of security values 
generally, home railway stocks are sub- 
stantially above the low levels touched in 
the early days of the war, when there had 
been a heavy scaling down of values. 
Towards the close of 1939, Great Western 
ordinary was no better than 21}, L.M.S.R. 
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ordinary 10, L.N.E.R. second preference 
as low as 94 and Southern deferred only 


74. At the same period, 3} per cent, 
War Loan was 86, comparing with the 
current level of 103. Imperial Chemica] 
(now 40s. 3d.) were then 24s. 10}d, 
Courtaulds (now 56s. 103d.) were 
22s. 104d. P. & O. deferred have risen 
during the same period from 16s. 6d. to 
44s. and Cunard ordinary units, which 
touched Is. 7$d. in 1939, are now 24s. 6d. 

Argentine rails are, of course, also above 
the 1939 low levels, particularly the 
debenture stocks. Buenos Ayres Great 
Southern ordinary, then 4}, is now 113, 
and during the same period the 5 per 
cent. preference improved from 16} to 27}, 
the 6 per cent. preference from 13 to 204 
and the 4 per cent. debentures from 46 
to 64. Buenos Ayres & Pacific debentures 
have risen substantially during the same 


period, the 4 per cent. from 54 to 76, and 
the 4} per cent. consolidates from 25 
to 573. 

Buenos Ayres Western ordinary has 
improved since September, 1939, from 4 


to 103, the 4$ per cent. preference from 
153 to 254 and the 4 per cent. debentures 
from 37} to 58. Since then Central 
Argentine 4 per cent. debentures have 
risen from 46} to 58 and the 5 per cent. 
from 49 to 67. San Paulo ordinary, 
around 20 when the war commenced, is 
now 54. Canadian Pacifics are materially 
higher at 16, contrasting with 34 at on 
time in 1939, while the 4 per cent. non- 
cumulative preference stock, then 17}, has 
now risen to 66}. 


of Overseas and Foreign Kailways 





Traffic for week 4 Aggregate traffics to date Prices 
vo — —_ 
= Totals Shares ¥ ~ # vee 
Railways _ —_ Total Inc.ordec. 5% Increase or Pade > $F pe 2 $s 
this year | compared | 5 1943/4 1942 3 decrease wt) 52 | $F 385 
y with 1942/3 > = a S 
£ £ £ £ 
Antofagasta (Chili) & Bolivia 834 29.4.45 33,530 + 3,370 17 517,650 480,880 + 36,770 Ord. Stk. 134 9 il Nil 
Argentine North Eastern 753 28.4.45 16,318 — 1,075 43 798,306 657,950 + 140,356 a 63 44 8} Nil 
Bolivar ei ee 174 = Mar., 1945 5,430 — 576 12 16,068 15,953 + 115 | 6p.c.Deb. 183 7+ 7+—SONNll 
Brazil ... eee om . - Bonds 19%) 15 22 Nil 
Buenos Ayres & Pacific --| 2,773 28.4.45 149,375 14,687 43 5,895,875 4,872,250 1,023,625 Ord. Stk. 7 33 53 Nil 
Buenos Ayres Great Southern 5,080 28.4.45 210,875 + 36,500 43 9,067,500 8,167,875 + 899,625 Ord.Stk. 14% 93 Il) Nil 
Buenos Ayres Western 1,924 28.4.45 67,937 812 43 3,051,188 2,570,937 + 480,251 - 134 9} 104 ~—*Nil 
Central Argentine 3,700 28.4.45 175,328 17,891 43 7,786,715 6,924,387 + 862,328 of ot} $s ? - 
o. eee eee == — ° ' 
Cent. Uruguay of M. Video 972 21.4.45 36,740 3,986 | 42 1,434,380 1,442,887 8,507 Ord. Stk. 5+ 4 52 Nil 
Costa Rica ooo ace 262 Mar., 1945 30,802 6,701 38 203,304 199,765 + 3,539 Stk. 174 144 16 Nil 
Dorada eee ove “an 70 Mar., 1945 24,100 1,489 12 82,705 73,281 + 9,424 | Mt. Deb.) 101 101 984 £61/10 
Entre Rios... anid ia 808 28.4°45 22,693 3,081 43 1,064,918 893,262 171,656 Ord. Stk. 6} 44 5+. Nil 
Great Western of Brazil 1,030 28.4.45 25,300 3,700 17 456,800 396,600 + 0,200 Ord. Sh. | 38/- 23/3 | 28/9 ‘Nil 
International of Cl. Amer. ... 794 Mar., 1945 $192,246 $82,950 12 $577,793 $757,635 — $179,842 — — —_— - - 
Interoceanic of Mexico - - _ - aera Ist Pref. 12 $ | Nil 
La Guaira & Caracas... 22 Apr., 1945 6,506 984 16 22,416 29,446 — 7,030 Sp.c.Deb. 88 79 784 £67/5 
Leopoldina eee 1,918 28.4.45 42,509 9,284 17 766,610 775,742 |— 9,132 Ord. Stk 5% 44 4 Nil 
Mexican a 483 30.4.45 ps. 850,400 ps.289,900 17 ps.10,411,300 ps. 7,189,000 + ps. 3,222,300 Ord. Stk. 3 5 12 Nil 
Midland Uruguay 319 Mar., 1945 16,993 1,573 38 155,974 155,768 + 206 _ — —_— — — 
Nitrate - 382 30.4.45 14,344 5,781 | 17 58,757 70,115 — 11,358 Ord. Sh. 75/10 | 65/10) 73/9 £37/10 
Paraguay Central 274 27.4.45 65,034 G8,085 43 2,577,276 @2,230,148 + 347,128 Pr. Li. Stk. 794 68 784 £7 12/l0 
Peruvian Corporation 1,059 Apr., 1945 126,043 4,934 4 1,296,522 1,085,795 + 210,727 Pref. 9 10 93 —SONNl 
Salvador asi 100 teb., 1945 206,000 18,000 34 c 957,000 c 984,000 — ¢ 27,000 _- — — -- 
San Paulo 1534 — Ord. Stk. 573 46 544 £3 13/5 
Taltal ... ees 156 Mar., 1945 3,325 1,420 38 23.370 50,015 26,645 Ord. Sh. | 21/3 13/9 | 12/6 Nil 
United of Havana od See 28.4.45 56,314 31,286 43 2,354,392 2,498,819 144,427 Ord. Stk. 4 24 24. —=ONNill 
Uruguay Northern ... ial 73 Mar., 1945 1,856 106 38 14,313 13,265 + l, _ — _— — _ 
Canadian Pacific 17,028 30.4.45 1,742,600 + 187,000 17 20,006,500 20,120,200 - 113,800 Ord. Stk. 173 1343, 16 £6 8/8 
Barsi Light 202 Feb., 1945 20.220 4,467 | 44 243,080 237,600 |+ 5,480 | Ord. Stk. 1294 | 974 1284 £310/I 
i | 607 31.3.45 20,034 — 960 51 705,057 624,658 + 80,399 Prf. Sh. 7# 54 64 _—sONl 
i am oa ies - . -~ -- - ~ - B. Deb. 634 58 614 ‘Nil 
Midland of W. Australia 277 Mar., 1945 17,935 7,095 39 173,275 270,532 — 97,257 Inc. Deb. I014 995 964 £42/Ih 
Nigeria ose a --+| 1,900 27.1.45 395,318 30,784 13 ~ _ — _— _ _ — — 
South Africa ... 2 .--| 13,301 31.3.45 1,006,202 + 103,521 52 48,936,105 43,996,851 + 4,939,354 — _ — — - 
Victoria ove ae ...| 4,774  Nov., 1944 1,307.642 - 35,856 — — = — — -- — a - 





Note. Yields are based on the approximate current price and are within a fraction of +3. Argentine traffics are given in sterling calculated @ 16 pesos to the £ 


t+ Receipts are calculated @ Is. 6d, to the rupee 
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